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Many of the principal railways of the world 
use equipment made by Metropolitan- 
Vickers, whose experience ranges over the 
entire field of road and rail transport. 
Electric main line and industrial locomotives, 
multiple unit trains, diesel-electric loco- 
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traction needs from gears to complete 
railway installations. 
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The G.D. Peters policy has always been 
SAFETY with COMFORT 
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with the dependability of 


Cc. B. & E. CO. LTD. 


VACUUM BRAKE EQUIPMENT 


Since there can be no question of relaxation where safety 
is concerned, one of our principal aims at Slough has 
always been the DEPENDABILITY of our products. 
This applies in particular to the Vacuum Brake Equip- 
ments which we manufacture for use on all classes of 
Rolling Stock on Railways throughout the world. 
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REVOLVING & REGLINING SEATS 


*Sunerb’ is the only word to describe these luxury seats. 
The design and workmanship are outstanding. Pedal- 
release allows the seat to rotate within a circle 54} ins. 
diameter, and only 1} ins. clearance from bodyside is 
required. The seat portion can be detached from the 
base mechanism to facilitate maintenance and _ initial 
installation. Full details of these products on request. 
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Preparing the Wages Arena 


with its decision last Sunday to renew its request to 
the British Transport Commission for a review of 
wages on the lines suggested early this year by the Com- 
mission itself, the Transport Salaried Staffs’ Association 
has again shown itself the most moderate of the railway 
trade unions. Its earlier request for such a meeting was 
refused by the Commission; that body was naturally reluc- 
tant to discuss with one union alone matters which concern 
all the railway unions. The National Union of Railway- 
men has decided to ask for a “substantial” increase in 
wages, and the Associated Society of Locomotive Engi- 
neers & Firemen has announced its intention of claiming 
a 10 per cent wage increase for its members. Both these 
factors could well have led the T.S.S.A. to enter a definite 
claim of its own. Nevertheless, the executive of the 
Association would probably have its hand forced by its 
members if the Commission were to refuse its request for 
the second time. There is the added complication that 
the N.U.R. and A.S.L.E.F. have asked for reductions in 
weekly working hours from 44 to 40. The curtailed week 
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would mean much overtime payment; this would be 
welcome to many union members, despite the N.U.R. 
contention that leisure, not extra money, is sought. 
Industry in general is watching the railway wages situation 
with great interest and, indeed, apprehension. There is a 
general feeling that if pay increases are granted on the 
railways they will follow throughout industry, with disas- 
trous effects on the national economy. An increase in 
railway wages now would not benefit railwaymen for long, 
as very soon other industries would claim similar amounts. 
This consideration led The British Manufacturer, the 
journal of the National Union of Manufacturers, to refer 
last week to the N.U.R. claim as “the point of decision, 
perhaps even the point of no return.” It is most unfortu- 
nate for British Railways, for railwaymen in general, and 
for the British Transport Commission in particular that 
the question of railway wages should have become an 
economic issue of national importance. It is inevitable, 
not only because of the example set to other bodies of 
labour, but more especially because transport costs enter 
into the price make-up of so many goods and services. 


Service in Freight Movement 


TH need for a sense of urgency and drive among 

individual railwaymen on the general standards of 
British Railways freight service, is emphasised by “ The 
Man on the Line” in the October issue of British Rail- 
ways Magazine. Time saved on faster journeys by fitting 
wagons with continuous brakes cannot, he rightly points 
out, show much on the credit side if it is lost in and 
around the depots. New marshalling yards and depots, 
with their increased mechanical equipment, will help in 
time. He is right in emphasising that freight receipts will 
not improve until the general standard of service is 
improved; prompt and punctual deliveries are the surest 
means of satisfying customers and of gaining and retain- 
ing traffic for the railways. Increased passenger receipts 
during the past summer, despite mixed weather, are 
interpreted by “ The Man on the Line” as an indication 
that traffic has increased because of good service. That 
may be so as regards the new diesel trains, but we doubt 
whether the travelling public as a whole is more than 
tolerably satisfied with the service given—despite the 
many real improvements in speed and comfort. 


Opportunities in Chile 


THE proposed extensive modernisation of the Chilean 

State Railways, which includes all the railways in 
the country with the important exception of the British- 
owned Antofagasta (Chili) & Bolivia Railway in the north, 
will no doubt provide a promising market for British 
builders of railway equipment. The most important feature 
of the plan is electrification from Santiago to Chillan, some 
250 miles. The approximate total value of the latter 
project is some £8,000,000; it includes 56 electric loco- 
motives, eight multiple-unit train sets, and 13 substations. 
As reported elsewhere in this issue, a contract to the value 
of £7,500,000 has been placed with an Italian syndicate 
for the majority of this work. We understand that the 
ability to offer long-term credits secured the contract. 
The intended purchases under other aspects of the mod- 
ernisation plan include 65 diesel locomotives for yard and 
branch line working, 120 steel passenger coaches, 3,600 
wagons of various types, 115,000 tons of rails and equip- 
ment, 9,800 tons of steel for the repair of bridges, and 
C.T.C. for single-track electrified sections. 


Railway Development in Brazil 


HE Brazilian Federal Railways Company, which 
incorporates over 20 different railways in the 
Federation, has been formed largely with the purpose of 
facilitating the urgently needed improvement and rehabili- 
tation of the existing lines and also of new construction. 
The Export-Import Bank last year granted a loan of 
U.S.A. $100 million, but formation of the Federal Rail- 
ways Company was recommended by a joint U.S.A.-Brazil 
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commission. This preference for centralised direction 
contrasts oddly with the desire for railway autonomy 
expressed so often in the U.S.A. and elsewhere With the 
help of the loan, the projects can now go ahead. New con- 
Struction includes portions of the Southern Trunk Line, 
referred to in our September 13 issue. Railway material of 
all kinds is required, and British industry can be expected 
to continue to take active steps to maintain its connection 
with Brazil in practically every sphere of railway activity. 
British firms have been particularly successful in the 
provision of rolling stock and other equipment for electri- 
fication. 


Rebuilding the Hedjaz Railway 


ORTY years have passed since T. E. Lawrence and his 
Arabs blew up stretches of the Hedjaz Railway in 
the war with Turkey. Now, as recorded in our Contracts 
and Tenders section this week, the managements of the 
Hedjaz State Railway (the Syrian administration in 
Damascus) and of the Jordan Hedjaz Railway in Amman 
are calling for tenders for reconstruction of the wrecked 
and long since abandoned portions of the railway. The 
former Hedjaz Railway terminated at Medina; it appears 
that an extension is now envisaged southwards to Mecca 
Apart from pilgrim traffic, the purpose of reconstruction 
may well be strategic, and symbolical of solidarity between 
Arab states. In addition, the increased industrialisation 
and prosperity hoped for by the Governments concerned 
may be expected to result in a certain movement of freight 
in a north-south direction. Motive power presumably will 
be almost entirely diesel. The gauge of the Hedjaz State 
Railway in Syria and of the Jordan Hedjaz Railway is 
105 cm. (3 ft. 54 in.); conversion of these lines, and 
reconstruction of the abandoned section to the 4-ft. 84-in. 
gauge would facilitate through running with other railways 
in the Middle East, but would be difficult and expensive. 


Facts About British Railways 


OR some years an annual booklet has been distributed 
on a wide scale giving some important information 
on railways in this country. We have just received the 
1957 edition of “ Facts and Figures about British Rail- 
ways,” issued by the British Transport Commission. The 
facts are well presented, as usual. What is striking, this 
year, is the well-written foreword. This among other 
things points out what is often forgotten nowadays, even 
by railway officers—that the modernisation plan is not the 
only way in which the railways are working to achieve an 
efficient and profitable basis for their operation; and a 
short explanation follows of the efforts being made to 
improve freight services and to quote freight charges 
within the still limited scope allowed by the Transport Act 
of 1953. Brief reference is also made to the apparently 
low productivity of British Railways staff compared with 
that of some railways overseas; no true comparison 1s 
possible, because most foreign railways put out many 
more jobs to contract. Many people distrust publications 
of this kind as blowing one’s own trumpet; the simile is 
most inapt for the collection of facts presented with 
scrupulous fairness and accuracy by the Commission. 


Rectifier Activities at Chippenham 


o WE are about to enter a new era in the rectifier 

field’ was a significant remark by Mr. L. E. 
Thompson, Divisional Manager of the Rectifier Division 
of the Westinghouse Brake & Signal Co. Ltd., speaking 
of the future of the Division’s products. He was wel- 
coming members of the technical Press to an exhibition 
of metal rectifiers and associated equipment at the com- 
pany’s Chippenham Works last week, as recorded on 
another page. It is some 30 years since the company first 
organised an exhibition of rectifiers for the purpose of 
showing the then recently-developed copper oxide-type of 
metal rectifier. Recent research and production particu- 
larly based on germanium- and silicon-type rectifiers are 
the subjects to which special attention is now directed, 
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these types extending the range of metal rectifiers to be 
suitable for all foreseeable rail traction requirements. {he 
exhibition, mentioned elsewhere in this issue, and planned 
for electrical engineering representatives, is expected to be 
seen by some 15,000 persons. Mr. Thompson also spoke 
of the remarkable foresight of the founder of the com- 
pany, George Westinghouse, who proposed the electrifi- 
cation of a large proportion of the railways in this country, 
with centralised power stations and a country-wide a.. 
distribution. This now seems to a large extent to be 
realised—60 years later. 


Growth of Company 


pee alinge-saitbel of the importance which the Westing- 

house Brake & Signal Co. Ltd. attaches to the great 
possibilities in the application of the new type of rectifiers 
is the announcement of the agreement which has been 
reached between the Westinghouse Electric Company of 
America and its British counterpart, to work together, 
on all semi-conductor developments. The name Westing- 
house may be associated by the general public more with 
the system of air brake than with signals and rectifiers, 
the two other divisions of the company. Each is important 
in its own sphere. With 50-cycle electrification schemes in 
progress in this country, such as that between Euston and 
Manchester, each will have its own part to play with 
British Railways. A small but significant indication of 
progress in the three branches may be seen when, after 
the retirement in May of Mr. K. H. Leech, the former 
Chief Mechanical Engineer, who was responsible for all 
mechanical design work, the opportunity was taken to 
provide each division with its own separate design staff. 
It is anticipated that the many possibilities for the recent 
metal rectifier developments will be fully explored by the 
company, which in the 1920s was greatly. involved in the 
development of the first metal rectifier and its application 
first to railway signalling and then to other fields of 
electrical engineering. 


Improvements at Dun Laoghaire 


THE line between Dublin Westland Row and Kingstown, 

now Dun Laoghaire, the first conventional railway to 
be built in Ireland, was opened to traffic in 1834. Today, 
Coras lompair Eireann operates 43 trains in each direc- 
tion between Westland Row and Bray on weekdays, and 
11 between Westland Row and the mail boat pier at Dun 
Laoghaire. One exceptional feature of the line has been 
a single track for about 250 yd. through Dun Laoghaire 
station, whereas the remainder of the 13 miles between 
Westland Row and Bray has been double. This short 
section of single track constituted a bottle-neck adversely 
affecting both timetables and the time-keeping of trains, 
and causing difficulties in arranging paths for trains to 
and from the mail boat pier. The ill-effects of the bottle- 
neck became more accentuated with the introduction of 
diesel trains giving better services. As a result, it was 
decided to carry out a scheme of improvements consisting 
chiefly of the elimination of the bottle-neck by laying a 
second track, and building a new up platform and a foot- 
overbridge, works described on another page. 


Further Stage in French 50-Cycle Electrification 


THE official inauguration last week of electrification at 
25 kV., 50 cycles of the Strasbourg-Basle section of 
the French National Railways completes an important 
link in the European electrified system. There is now 
through running at 25 kV. between Valenciennes (Lille for 
freight) and Basle and between Luxembourg and Basle. 
Over lines converted on differing systems there is now 
electric traction between Amsterdam and (save for the 
Straits of Messina train ferry) Palermo via Brussels, 
Luxembourg, Strasbourg, Basle, Milan, and Rome. On 
this route four different systems are used. The greatest 


disadvantage so occasioned is the impossibility, in the 
present state of development of dual—or rather, multi- 
voltage techniques, of running fast through multiple-unit 
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expresses. The dual-voltage multiple-unit trains running 
between Amsterdam and Brussels over the 1,500-V. 
Netherlands and 3,000-V. Belgian electrified lines were 
described in our August 30 issue; but much more would 
be involved if trains ran south of Luxembourg. The 
“ Edelweiss,” the ‘“ Trans-Europe Express” running be- 
tween Amsterdam and Basle, is likely, therefore, to remain 
a diesel set. 


Want of Care under Block Failure 


HE accident near Leicester Central on February 19, 
1957, on the former Great Central main line from 
Nottingham to London, now in the London Midland 
Region but operated by the Eastern Region, arose from 
want of care when running under caution during a total 
interruption of block and telephone communication 
during a snowstorm. This was in the section between 
Belgrave & Birstall and Leicester South signalboxes, where 
there was a switched-out intermediate box. The line wires 
had become damaged there and at other locations during 
the night and snow was continuing to interfere with 
visibility. Colonel W. P. Reed, whose report is summarised 
in this issue, places primary responsibility on the driver, 
who had been told to proceed cautiously—as several others 
had been instructed to do—and the signalmen concerned 
at Leicester are criticised for not displaying sufficient 
initiative, for had they done so the precise conditions under 
which the collision came about might have been avoided. 
The report pays tribute to the care usually exercised by 
drivers in such relatively infrequent circumstances, as 
shown by the accident records. 


The Transport Man 


A PLEA for more intensive study of the transport man, 

whether he aspires to command or is content to be 
a good transport servant, was made by Sir Reginald 
Wilson in his Presidential Address to the Institute of 
Transport in London last Monday. The whole quality 
and efficiency of a transport service, he points out, is 
often governed, in the long run, by the nature and con- 
dition of the outlook of the men by whom it is served. 
Stressing, rightly, that there are now no _ hard-and-fast 
distinctions in transport, but that all transport men haye 
the same fundamental purpose and share basic problems 
having much in common, he suggests that as the instru- 
ments of transport become more various it becomes less 
possible to regard them as alternatives one to the other; 
they become more complementary to each other as time 
goes on. It is no longer a prime objective to ensure that 
the various means of transport shall compete with each 
other—competition in transport increasingly depends on 
offering the best combination of means for any given 
stream of traffic. Thus, trains carry the passenger and 
his motorcar, aircraft provide the long haul for bus 
traffic, the container may travel by railway, ship, or 
airplane. In these circumstances, operators must under- 
stand one another. 

Turning to the young entry into transport, Sir Reginald 
Wilson likes to think that one of the attractions of trans- 
port is the scope it affords for a feeling of romance and a 
readiness for adventure; but he emphasises that the trans- 
port man needs a practical outlook as well. There is 
much in his contention that in the best recruits to trans- 
port there is a strong element of the engineer. Once the 
recruit has been obtained, there are eight important in- 
fluences on the transport outlook. These are: responsi- 
bilities and values of service; urge to integration. size, 
and departmentalism; specialism and isolationism; dictates 
of technology and pace of development: monopoly and its 
controls; competition and its excesses; the public attitude; 
and the new materialism. It is the first of these influences 
which produces the best and finest part of the outlook 
of the transport man. Transport, particularly public 
transport, is a service and often is personal service with a 
personal responsibility, such as that of a train crew to 
the passengers. This responsibility leaves its mark on 
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the transport man, and his personal discipline is streng- 
thened by service. It is encouraging to see how many 
railwaymen, working unsupervised at, say, a country 
Station, perform their jobs with drive and efficiency; and 
with a cheerful courtesy in their dealings with the public 
that makes for excellent public relations. To handle the 
powerful machines used in transport needs order and 
precision of method. The timetable adds a discipline of 
its own, as do the regulations for safety. Loyalty, though 
it cannot be commanded, develops naturally as long as it 
is allowed to flow from local units to higher formations. 
He gives a warning that loyalty should not be strained 
by unnatural forms of organisation and demands for 
unthinking acceptance of new and unproved theories of 
transport. The new traffic organisation in some Regions 
of British Railways, notably the Eastern Region, in which 
Sir Reginald Wilson, as Chairman of the Eastern Area 
Board, has a particular interest, should give scope for 
building up the type of loyalty he would like to see. 

The outlook of the transport man is under considerable 
threat, he believes, from three main directions—the size, 
organisation, and procedures of the undertakings; the 
uncertainty and conflict which plague transport as a whole; 
and the attitude of the world outside. There is a natural 
urge to integration—and notably of like modes—of trans- 
port services, and, when this is allowed full play, the 
undertaking concerned becomes very large, the individual 
is remote from the top level of command, there is no local 
focus for loyalty, and service becomes less personal. In 
these circumstances the individual becomes a cog and 
departmentalism flourishes so that men become too 
specialised and narrow, and are thereby diminished. 
Undue specialisation can lead to isolationism and limited 
understanding of the views and needs of other people and 
of the réle of public relations. On the whole, we do not 
think that railwaymen in Britain suffer from these defects. 
No: less dangerous is the specialisation of the engineer. 
As technology advances, there may be an increase in 
centralised planning, common designing, standardised 
means and methods, and a ruthless conditioning of the 
man to the machine. As Sir Reginald Wilson puts it, 
“there is little point in escaping from the bureaucrat only 
to fall into the hands of the technocrat.” On the other 
hand, to deprive a man of new equipment over long 
periods is to deprive him of stimulus and even of hope. 
Even more of a threat is the uncertainty and conflict 
within transport in this period of new ideas, new patterns 
of organisation, and general re-examination of basic trans- 
port conceptions. Reasonable understanding and respect 
on both sides is needed in the master-servant relationship 
of the public and transport. Without occasional recog- 
nition by the public of transport achievements, the trans- 
port man may drift into indifference. The final external 
threat is the new materialism, but there are still many 
transport men who believe in doing their job as well as 
they can to live up to their own standards of service. 

To maintain a wholesome spirit among transport men, 
he suggests that precept and example are needed. By precept 
he means higher education in transport as compared with 
vocational training or technical education about transport. 
Unless transport educates itself, and the members of its 
profession, about its meaning, its objectives, its dilemmas, 
and its means and methods, it cannot complain if the 
public, the Press, and politicians are confused and un- 
enlightened. Existing individual undertakings, almost 
without exception, are too small to provide the resources 
and facilities needed or to bring the desirable cross- 
section of men and ideas from different parts of the trans- 
port world together. Educational institutions tend to limit 
themselves to technical matters and the transport Press— 
considerable, active, and well-informed, and of the utmost 
value on the business side of transport—is mainly devoted 
to subjects with a sectional and practical flavour. The 
various transport associations and societies usually confine 
their interests to particular fronts. Although there are 
professional economists who have made valuable contri- 
butions to transport theory, and a readership and fellow- 
ships in transport are being established by the Institute of 
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Transport at Oxford University, there is a long way to 
go before a proper marriage can be achieved between the 
academic brain and the practical man. 

There is, in fact, no independent centre at the present 
time for the disinterested selection and evaluation of the 
raw material of transport thinking and for disseminating 
the results—unless it be the Institute of Transport itself. 
Some 15 years ago, it was suggested that the Institute 
should found a “ Staff College.” This idea faded away, 
but Sir Reginald Wilson suggests it should not be lost 
sight of altogether, and that a fresh opportunity could 
present itself. The Institute pays much attention to the 
science of transport, but transport is also an art, and he 
asks whether the Institute should not devote more atten- 
tion to the art of transport, in which art “the chiefest 
and subtlest elements are concerned with the moral force 
or outlook of the flesh-and-blood involved.” 

These steps may achieve a good deal. In the long run, 
however, as every practical railwayman knows, the out- 
look, morale, and sense of duty of transport men, and 
more particularly of railwaymen, depend most on the 
kind of leadership they receive. The complexity of organi- 
sation of transport undertakings allows the most senior 
Officers little scope for contact with the generality of 
employees. A great burden, therefore, is thrust on junior 
officers and supervisors who need all possible encourage- 
ment in their tasks. 


Mr. A. F. Bound 


R. A. F. BOUND, who retired in 1944 from the 
position of Signal & Telegraph Engineer of the 
L.M.S.R. and whose death we record on another page, 
joined the former Great Central Railway at a time when it 
had been decided to apply power and automatic signalling 
on what was then an appreciable scale. Under his direc- 
tion, installations of considerable importance, including 
examples of intermediate signalling and marshalling yard 
working, were completed on that railway. He early 
became an advocate of the three-position semaphore, then 
being widely adopted in America, which he applied at 
the new Keadby bridge, and of continuous track circuiting. 
It would appear that he was also the first signal engineer 
in this country to appreciate fully the need for a fourth 
running aspect. This is shown by the report of the 
committee set up in 1922 under his chairmanship by the 
Institution of Railway Signal Engineers to investigate 
problems associated with the introduction of multiple- 
aspect signalling. By this time the colour-light signal had 
become established and, just before grouping between 
Marylebone and Neasden, the G.C.R. put down the first 
complete installation of such signals on a main line in 
Britain. That railway had also conducted extensive experi- 
ments with a form of train stop and warning automatic 
control, of which Mr. Bound was joint inventor; but this 
had no permanent results. The G.C.R. also adopted elec- 
trical operation of certain outlying junction points. Among 
problems raised by grouping was the need to reduce 
operating costs, and to such questions Mr. Bound applied 
himself with his accustomed energy and enthusiasm tn 
the service of the larger L.N.E.R. Planning and equip- 
ping of the mechanised Whitemoor Yard was another 
important project carried out under his advice. Shortly 
afterwards, he assumed charge of the whole of the signal 
and telecommunications equipment on the L.M.S.R. with 
all the varied operating conditions found on a system 
extending from London to the extreme north of Scot- 
land. The numerous designs of apparatus, forms of block 
working, etc., in use on the railway offered ample oppor- 
tunity for the exercise of his considerable organising 
capacity. In due course he succeeded in effecting a large 
measure of standardisation. ; 

The problem of signal aspects was one to which he 
devoted much careful thought and he was responsible for 
the speed signalling system adopted at Mirfield in 1932. Its 
principles he explained in a comprehensive paper read to 
both the Institution of Railway Signal Engineers and the 
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Institute of Transport and they found application also 
in the Camden to Watford automatic signalling. Although 
the Mirfield installation was not repeated, some of its 
features, notably the junction distant colour-light aspects, 
continued to be applied to advantage and a programme 
for the progressive renewal of all distant signals on the 
company’s principal main route as colour-lights was initi- 
ated. Much experimental work was carried out under Mr. 
Bound’s direction, one important example being that 
connected with the development of the inductive auto- 
matic train control selected for the Southend line, of 
which the present B.T.C. standard system is a derivative. 
while in telecommunications also the most modern con- 
ceptions were tested and adopted as opportunity arose. 
Several power signalling installations were brought into 
service and others, dating from before the grouping, 
modernised entirely or in part to meet changing con- 
ditions. In this work, although not unappreciative of 
the claims of, and advantages offered by, the latest 
systems, the creation of which he had in fact encouraged 
in some measure, Mr. Bound tended to adhere to more 
conservative courses than some of his professional col- 
leagues. Invited to be a Member of Council of the 
Institution of Railway Signal Engineers on its incorpora- 
tion in 1912, he took at all times a prominent part in its 
deliberations. He read several papers before it, notable 
for the forthrightness of the views expressed in them, and 
was elected President for 1925. He was also active on 
committees of the Railway Clearing House and the 
British Standards Institution. 


Motive Power in Japan 


A DETERMINED effort is being made by the manage- 

ment of the Japanese National Railways to equip the 
3-ft. 6-in. gauge system to meet the demands now being 
placed on it by accelerated industrial development and the 
growth in the population. A five-year plan has been 
embarked on, after pending for a good many years—partly 
because of the necessity to make good the destruction and 
lack of maintenance occasioned by the last war. The plan 
covers various activities. The most important part is that 
providing for developments in motive power. All the 
trunk lines are to be electrified. Good progress already 
had been made before the plan was launched: conversion 
of the 350-mile Tokyo-Osaka main line, for instance, was 
completed nearly a year ago. Electrification is now 
planned of a further 1,000 miles in five years, and of yet 
another 1,000 miles in the succeeding five-year period. 
This means very rapid progress, as the route mileage 
already electrified is over 1,200 (mostly at 1,500 V. d.c.), 
out of a total J.N.R. mileage of some 12,500; but it carries 
about 30 per cent of the total traffic. 

By and large, electrification is envisaged of the lines 
carrying the heaviest freight traffic. On sections not to be 
electrified, diesel is to be substituted as the motive power 
for passenger traffic, in the form of either railcars and 
multiple-unit trains, or locomotives for hauling ordinary 
coaching stock. One-half of this substitution is to be com- 
pleted within five years. The design of main-line diesel 
locomotives has been standardised, and manufacture by 
outside builders is on a mass production basis. The J.N.R., 
as will be seen, affords a valuable home market for 
Japanese industry. Diesel shunters are to be standardised 
before the end of this year. The total number of diesel 
railcars was well over 1,000 as at March 31 last, the end 
of the financial year 1956-57. 

The motive power to be provided under the five-year 
plan is as follows: 


Electric locomotives (d.c.) bes a aw wis = 236 
ac. is sa 607 

Electric multiple-unit cars (main line) .. 1,180 
(suburban) ae a 1,091 

Diesel locomotives (main line) .. re ne me a 280 
(shunting) 400 

Diesel railcars oe 2,250 


It is intended as far as possible to use multiple-unit 
trains even for long-distance services on electrified lines, 
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because of. the quicker acceleration and higher speeds 
yotained as compared with locomotive-hauled trains. 
steps are being taken to decrease noise and vibration in 
multiple-unit trains running at high speeds. A prototype 
irain recently attained 90 m.p.h.—a remarkable perform- 
ance on the 3-ft. 6-in. gauge. On the Tokyo electrified 
suburban lines increasing traffic has resulted in consider- 
able congestion at peak periods. Until the laying of addi- 
uonal tracks is possible—a long-term measure—a new 
type of multiple-unit train is being placed in service as a 
temporary measure. These sets are capable of very rapid 
acceleration and deceleration, so as to increase the through- 
put of trains over the congested sections. 

A description was given in our issue of November 23, 
1956, of the electrification at industrial frequency, which is 
now to be standard for future conversions. The 28 miles 
of the Hokoriku line, electrified at 60 cycles, is now in 
service, and is reported to be entirely successful. 


Developments in Western India 


HEN the Western Railway of India was formed in 
November, 1951, it was organised in three Regions 
with headquarters at Bombay, Ajmer and Gondal con- 
trolling the Engineering, Traffic and Mechanical Depart- 
ments, the other departments being administered directly 
from the railway headquarters. Experience showed, how- 
ever, that this administrative system lacked co-ordination 
between departments at regional and district level, and it 
was decided to replace it by the Divisional System. The 
reorganisation was initiated in August, 1956, the railway 
being divided into eight divisions with headquarters at 
Bombay, Baroda, Ratlam, Kotah, Jaipur, Ajmer, Rajkot 
and Bhavnagar. This decentralisation enabled all day- 
to-day work to be disposed of locally at divisional level, 
leaving the General Manager and Heads of Departments 
free to concentrate their attention on direction and higher 
policy. The reorganisation was particularly desirable to 
meet the needs of the Second Five-Year Plan under which 
this railway was allotted over five times the sum spent 
under the First, as explained in The Western Railway 
Year Book, 1956-57, a copy of which has been sent us 
by the General Manager, Mr. M. Ganapati. 

The total expenditure in the first five-year period was 
about £23,287,500, and the allotment for the second was 
£127,500,000, including £51,750,000 for rolling stock. The 
administration expects that this expenditure will increase 
the capacity of the railway sufficiently to carry some 
16 per cent more passengers and 64 per cent more tons 
of freight in 1960-61 than in 1955-56. To this end it is 
intended that some £27,112,500 will be spent on traffic 
facilities including nearly £22,000,000 on line-doubling, 
additional crossing stations and loops and lengthening 
existing ones, remodelling yards, and other measures to 
increase line capacity. A further sum of £2,475,000 is 
being expended on bridge rehabilitation works, and 
£4,500,000 on additional staff quarters, of which 1,400 
units are required for the staff of the new wagon repair 
works at Kotah and 1,000 at the eight new divisional 
headquarters. A number of other works included in the 
Second Five-Year Plan were mentioned in an editorial 
article in our issue of October 12, 1956. 

One of the most important is the remodelling of 
Churchgate Station, Bombay, the terminus of the Western 
Railway suburban electric service. There are six instead 
of the three platform faces available hitherto, additional 
stabling lines and passenger facilities, and the whole work 
is now complete. Another work nearing completion is 
the remodelling of Sabarmati transhipment vard to in- 
crease its capacity by over SO per cent. During 1956-57 
some 25 per cent of the work of remodelling the metre- 
gauge locomotive shops at Aimer had been completed, 
and its completion is expected in December, 1958. The 
remodelling of the neighbouring carriage and wagon 
works is also well in hand and should be finished by 
March, 1959. At Sabarmati also, signalling, interlocking, 
and points and crossing workshops are under construction 
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with capacities of 2,000 tons of steelwork and 600 sets of 
points and crossings annually, 

One new 49-mile 5-ft. 6-in. gauge line is under con- 
struction between Indore and Uyjain, and two new metre- 
gauge lines, the 44-mile Bhildi-Raniwara—providing a 
direct link between Kandla Port and northern India 
—and a 27-mile line to complete a direct route from 
Bikaner to Jaipur; all these lines are expected to be com- 
pleted before the end of 1957. 

There has been a remarkable increase in traffic on the 
Bombay electric suburban section since the war. The 
number of daily trains has increased from 180 in 1938-39 
to 317 in 1956-57 and the sub-station capacities from 


24,000 kW. to 36,000. It is planned to work 20 trains 
an hour in the peak periods. Power required for traction, 
workshops, signalling, and lighting on the section is 


obtained from Chola Power Station on the Central Rail- 
way. During the First Five-Year Plan period consump- 
tion increased from 62,400,000 units to 96,100,000 units 
or by 54 per cent. Widespread signalling and tele- 
communication developments are also included in the 
Second Plan, notably in connection with the line-doublings 
and new lines. During the remodelling of Churchgate 
Station traffic was carried on in a nearby temporary 
station. For this purpose the first route relay interlocking 
system of signalling installed in India was introduced, 
the work being done departmentally. Control systems 
throughout the line have also been rearranged to suit the 
new divisional headquarters. A 700-channel-mile exten- 
sion on the v.h.f. multi-channel system is now being added 
to the railway trunk circuit, and additional radio telephone 
channels have also been installed. 


South African Railways & Harbours 


ib the report of the General Manager of South African 
Railways & Harbours, Mr. H. C. du Plessis, for the 
year ended March 31, 1956, the working of all services 
during that year is shown as resulting in a surplus of 


£2,786,982 (5,220,281 for the previous year). This was 
after allowing for appropriations from revenue of 
£5,000,000 (£6,250,000) for the betterment fund, 


£3,500,000 (£3,000,000) towards the reduction of interest- 
bearing capital required for the construction of depart- 
mental houses, £2,919,000 (£2,000,000) as a special con- 
tribution to the renewals fund, and £60,000 (£60,000) 
towards the deficiency in the pension fund. The total 
tonnage of all classes of goods traffic by rail reached a 
new high record of 74,582,968 (71,873,084). Although long- 
distance and all third class passenger journeys showed an 
increase over the 1954-55 figures of over 1,800,000, upper- 
class and suburban journeys decreased by more than 
2,000.000, the total decrease being over 220,000. How- 
ever, both goods and passenger revenues increased, as the 
table below shows. 


1954-55 955-56 
Caan wants 
Passenger journeys . . ss vis ‘a 262,3 262,165 
Goods tonnage ; Th as 714. 583 
Passenger train-miles ree 21.737 522,212 
Mixed = a és as 7,412 7,250 
Goods 9 4 a 63,515 
Total 92,778 
Total freight ton- -miles 18, 939; 393 20,106,125 
(£ thousands) 

Passenger receipts .. ss a id 18,221 19,193 
Parcel and mail receipts .. at oan 4,433 4,508 
Goods, coal & livestock receipts 109,699 106,086 
Miscellaneous receipts a ie 7,421 8,022 
Total receipts oc a0 130,775 137,809 
Working expenses .. 70,489 78,559 
Depreciation re 7,032 7,754 
Total expenditure .. 77,521 86,313 
Surplus , 53,255 51,496 
Interest & other charges (net) 39,569 41,020 
Balance, railways 13,685 10, 476 


Failure to carry all the traffic offering during the year 
under review was due largely to shortage of locomotive 
power, though six new “GMAM~” Beyer-Garratt and 
11 “SE” electric locomotives were placed in service 
during the period. Besides 35 ““GMAMs” previously on 
order, a further 60 were ordered, as also were 45 “ 5Es.” 
Tenders had been called for the supply of a further 135 
electric locomotives bringing, with the 60 now in course 
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of delivery, the total new engines of this category up to 
240. Other tenders had been called for 50 heavy diesel- 
electric shunting locomotives, and two diesel-hydraulic 
locomotives were being bought for experimental purposes. 
The previous record total of 13,950,111 tons of cargo 
handled by the administration’s principal harbours during 
1954-55 was exceeded by 1,870,425 tons during the year 
under review. Despite the record tonnages handled at the 
ports it was possible to service the large number of ships 
diverted from the Suez to the Cape route, without causing 
any delays to normal South African shipping. South 
African airways were carrying on an average 4,750 pas- 
sengers each week, and freight traffic was increasing. 
Apart from a few short sections, the doubling of the 
main line from Pietermaritzburg to Ladysmith had been 
completed; its cost was £11,000,000. The £7,500,000 
Orange Free State main line doubling was also nearing 
completion—it was actually completed in December, 1956 
—providing continuous double line throughout the 288 
miles from Pretoria to Bloemfontein via Vereeniging. 
In connection with the Natal main line doubling the three- 
mile twin tunnels between Boughton and Merrivale, the 
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tunnels on the Mooi River-Estcourt section, the two-mil 
twin tunnels near Hidcote, and the Beacon Hill tunnels 
were all well in hand and some of them nearing com 
pletion. Work on the earthworks and bridges also pro 
ceeded satisfactorily. 

The regrading and deviation of the Cape Midland mai: 
line were nearly completed to Witmos. On that lin 
also the new bridges over the Swartkops and Sunday’. 
rivers were completed and opened during the year. Goo 
progress was made with the quadrupling of the line 
between Durban and Booth, Delmore West and Duns 
wart, and New Canada and Booysens, and also with the 
doubling, electrification and colour-light signalling of the 
Dunswart-Alliance line. Other works in hand were the 
construction of the Orange River bridge at Bethulie and 
two fly-unders at Bellville and Kuils River involving 
tunnels 420 ft. and 180 ft. in length respectively. The 
Bellville-Touws River electrification was practically com- 
plete and that of the Welverdiend-Klerksdorp section was 
begun; its estimated cost was £877,000. The route-mileage 
of the entire system at March 31, 1956, totalled 13,453, 
23 miles more than a year earlier. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Track Loading Fundamentals 


October 10 

Sir,—The interesting letter from Mr. Jose A. Marsillac, 
published in your issue of October 4, prompts me to make 
the following comments :— 

As mentioned in my letter in your July 12 issue, con- 
cerning the articles by Mr. C. W. Clarke, on the Southern 
Region of British Railways, the depth of new track road- 
bed is designed so that the soil below it shall not be over- 
stressed in shear under dynamic loading. This implies 
the use in the calculations of chair reactions of the order 
of double the static values. So far as can be judged from 
experience to date, the slow plastic failure of the soil 
under the lower static value is then not a controlling 
factor. 

Permanent “set” of the track under dynamic or static 
loading conditions would imply some non-elastic defor- 
mation of the ballast, sub-ballast, or subgrade. Deflec- 
tion work on track has shown some “ hysteresis ”’ or lack 
of immediate elastic recovery, but the normal small 
amounts may be due to non-elastic movements of ballast 
particles over one another under the elastic strains in the 
particles due to the pressures at their contacts. 

The normal packing of a track during the fettling 
routine on a sound roadbed is to make up for losses due 
to shaking down, attrition, weathering, and so on; and 
these losses due to ballast and sleeper breakdown do 
occur, no matter how good the roadbed itself. 

It is usually a simple matter to detect the difference 
between this small amount of packing required on a sound 
roadbed and the much greater amount necessary On a 
failing one. This is so, whether it be failing in slow 
shear at a depth or by “ pumping” up through the inter- 
stices of the ballast layer, where the latter is of too coarse 
a grading to act as a barrier to the clay particles at the 
softening surface. 

The effects on settlement, of the shape of the edges of a 
foundation, as described by Mr. Marsillac, are extremely 
interesting; but I feel there must have been some factor 
other than edge effect (such as variability of the fill), to 
account for the marked difference in the settlement curves 
shown. In general, however, the sleepers of a vroverlv 
laid railway track on clay soil rest on a considerable devth 
of load-distributing granular material of the ballast and 
sub-ballast layers. The conditions which he postulates do 
not. therefore, occur at the interface between sub-ballast 
and soil. 

Experience seems to support the view that the “ sharp’ 


’ 


edges on the bottom of sleepers are, if anything, an advan- 
tage in spreading the vertical load over a greater width of 
ballast. Concentration of stress at the edges of the sleeper 
may well be modified by the fact that the sleeper, generally 
of wood, is certainly far from rigid in relation to the 
compacted ballast; and also that Boussinesq’s theory 
assumes tensile strength in the stressed mass, which is not 
the case with a granular roadbed. This certainly would 
modify edge effects, though probably not the stresses at 
depth. In any case, long-established practice generally 
favours sleepers heart-side down to avoid the “ waney” 
edges which soon develop by failure along the annular 
rings of the sap wood, in sleepers formed from logs sawn 
along the centre and laid heart-side upwards. 

I am, however, unable to quote any tests to show 
whether or not a sleeper heart-side down will, in fact, 
support a greater load than one heart-side up and with 
““waney ” edges when supported on equal and adequate 
depths of compacted granular fill. 

Yours faithfully, 
A. H. TOMS 
Research Assistant to Chief Civil Engineer 
British Railways, Southern Region, 
Waterloo Station, S.E.1 


Railway Wage Claims 


October 14 
S1R,—In your issue of October 4 you refer to the appli- 
cation of this Association for a review of salaries and to 
the pay claims of the other railway unions. You go on to 
express the view that the claims should be rejected and to 
state that whilst there may have been a case, a few years 
ago, for claiming that railway wages had lagged behind 
the cost of living and wages in general, this is no longer 
true. I would, however, point out that so far as salaries 
are concerned, it is still the casé that in the matter of the 
maximum of the basic scale, the railways are still behind 

other nationalised industries and public services. 
Yours faithfully, 

W. J. P. WEBBER 

General Secretary 


Transport Salaried Staffs’ Association 
of Great Britain & Ireland, 
25, Euston Road, N.W.1 


[Bearing in mind overtime and travel facilities, we do 
not believe that average railway wages lag behind those of 
men and women in other occupations performing roughly 
equivalent tasks.—ED., R.G.] 
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Last of the Easingwold Railway 


One of the smaller standard-gauge 
railways of Britain is to be closed at the 
end of the year. The directors of the 
Easingwold Railway Company have 
announced that their undertaking will 
not continue after December 31. This 
is the 24-mile-long line between Easing- 
wold and Alne; the latter point is 
between York and Northallerton on the 
East Coast main line of the North 
Eastern Region. The Easingwold Rail- 
way was opened in 1891 and was once 
very busy, particularly with the trans- 
port of farm produce, and in earlier 
years there was a fair passenger 
traffic. Passenger trains were dis- 
continued some years ago. 

The railway was not included in the 
undertakings nationalised under the 
Transport Act of 1947. 


Evolution on Tyneside 

The Metropolitan-Cammell diesel 
train shown in the accompanying illus- 
tration near North Wylam, between 
Hexham and Newcastle, in the North 
Eastern Region, is running on a historic 
stretch of line. On the right is Street 
House, where George Stephenson was 
born in 1781. The present line follows 
the track of a 5-ft. gauge wooden 
wagonway dating from before 1763. 
This was re-laid with cast-iron tram- 
plates in 1808, and on this line Puffing 
Billy and other locomotives were intro- 
duced by William Hedley in 1813. 
Stephenson as a boy used to walk along 
the wagonway to take his father’s 
dinner to the Wylam Colliery engine 
house, in default of any other path 
or road. Street House is_ believed 
to be hardly more accessible today. 
The plaque presented by the North 
East Coast Institution of Engineers & 
Shipbuilders was affixed to the house 
in June, 1929, the centenary of the 
Rainhill locomotive trials on the Liver- 





Metropolitan-Cammell diesel set passing George Stephenson’s birth- 
place at North Wylam, between Hexham and Newcastle-upon-Tyne 
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pool & Manchester Railway, when the 
Rocket distinguished itselt. On this 
occasion 28 years ago the party 
travelled from Newcastle in a Sentinel- 
Cammell steam railcar of the London 
& North Eastern Railway. 


Gun Built in African Railway Works 


An old German field gun on wheels 
hag been unearthed at Lanet station, 
Kenya, by the District Engineer, East 
African Railways & Harbours, Nakuru. 
it bears a plaque to the effect that it 
was built in the Tabora workshops of 
the Central Railway (Mittellandbahn) 
of Tanganyika when in German pos- 
session, and was captured in Dar 
es Salaam during the East African cam- 
paign in the 1914-18 war. There is no 
information to suggest how it came to 
be in Kenya. 

The gun has been renovated and 
offered on loan to the Dar es Salaam 
King George V Memorial Museum. It 
is about 12 ft. long by 4 ft. wide. The 
carriage is made of light rail track, and 
the armour plating seems to be cut from 
a locomotive footplate. The calibre is 
about 2 in. 


High Speed in 1862 


The grandest exceptional run ever 
made on railways was on January 5, 
1862, the occasion being, when answers 
were brought to the despatches sent to 
Washington, requiring the surrender of 
Messrs. Mason and Slidell, who had 
been taken out of the Trent, Royal 
West India Mail Steamer, by orders of 
Commodore Wilks. The steamer 
arrived at Queenstown at 10.5 p.m.: 
at 11.28 p.m., Irish time, the special 
train started from Cork, and accom- 
plished the journey to Dublin (166 
miles) in four hours and three minutes; 
or at the rate of 41 miles an hour, in- 
cluding stoppages. The mail steamer 
Ulster arrived at Holyhead at 8.15 a.m. 
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The special train startec at 8.28, and it 
is from this point that the most remark- 
able part of the express journey was 
accomplished. The run from Holy- 
head to Stafford, 1304 miles, occupied 
only 145 minutes, being at the rate of 
54 miles an hour, and although so high 
a rate of speed was not attempted over 
the more crowded parts of the line 
approaching London, the whole dis- 
tance from Holyhead to Euston was 
performed by the London and North- 
Western Railway Company in exactly 
five hours, or at a speed of 52} miles 
an hour—a speed unparalleled for so 
long a distance on a line crowded with 
traffic.—From “Rambles on Rail- 
ways,” by Sir Cusack P. Roney, 1868. 


Down-sittings and Up-risings 
(See our September 20 issue) 


Train seats now cost you twice as much. 

Heigho and lack-a-day! 

Some people think that a bit much, 

Or so the papers say. 

After no change for fifty years 

The rise engenders, so one hears, 

Thoughts that do lie too deep for 
tears— 

That’s how it goes today. 


To think that for a nimble bob 
One could buy relaxation 

And it was someone else’s job 

To fix things at the station. 

But this, like any other bubble, 
Has burst and saving travel trouble 
Is going to cost exactly double— 

A doleful situation. 


If spiralling goes on and on, 

The ultimate survivor 

May end with naught to spend upon 
A needed corpse reviver. 

But, never mind. One thing remains 
As cheap as ever on our trains, 

For stopping them by pulling chains 
Still only costs a fiver! 





Phan 


or 
OR 


Plaque presented by the North East Coast 
Institution of Engineers & Shipbuilders 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 


Ayan Sleepers 
Experiments are being conducted 
with ayan, a wood ‘ound in the 
Southern Cameroons, for use as 
sleepers. 


RHODESIA 


Customs Clearing Proceedure 


A new system for the clearance 
through the Customs of goods im- 
ported into the Rhodesias was intro- 
duced earlier this year. It has relieved 
the railways of a certain amount of 
congestion and permitted a quicker 
turn round of wagons. 

Under the new scheme, which is 
established practice in a number of 
countries, formalities in respect of 
goods despatched to the two Rhodesias 
by goods train, are completed before 
the arrival of-the goods. This enables 
the railways to release the great bulk 
of traffic immediately it comes to hand. 


Advice of Despatch 

The previous arrangements always 
presented the railways with major 
storage problems and handicapped the 
free movement of goods and wagons. 
The system of clearing goods after 
they had arrived frequently caused 
delays in delivery to the consignees 
concerned. 


(From our correspondents) 


The railways issue an advice of goods 
despatched bearing the date of issue 
and the date on or before which 
clearance must be made by the im- 
porter. In the case of goods destined 
for stations where Customs houses are 
established, the advice is issued five 
days before the anticipated arrival of 
the goods. The importer is given three 
working days in which to complete his 
Customs formalities, leaving two days 
for Customs and railway use. In 
centres where there are no Customs 
houses, additional time is allowed for 
clearance to be effected through the 
Customs house controlling the centre 
concerned. 

Goods sent from Beira or Lourengo 
Marques on an “in bond” or “duty 
forward” basis, are also dealt with 
under the new system. 

A scale of Customs penalties had 
been laid down for failure to clear 
a consignment within the time allowed, 
but the immediate operation of the 
penalty clause was suspended in 
the hope that importers would do their 
best to ensure the success of the scheme. 


EAST AFRICA 


Faster Rail Services Introduced 


Certain alterations to train services 
came into effect as from October 1, 
and include a faster and more con- 
venient service between Nairobi and 





Main-Line Diesel Working in Canada 





Canadian National Railways ‘‘ Super Continental” leaving Toronto Union 
Station for Vancouver 


Mombasa; 14 hr. is cut from the 
current up and down services respec- 
tively. The Mombasa-Nairobi first and 
second class daily train leaves Mom- 
basa at 6 p.m. instead of 5 p.m. and 
continues to arrive at Nairobi at 8 a.m, 
the following morning. The Nairobi- 
Mombasa first and second class train 
leaves Nairobi at the usual time of 
6.30 p.m. but arrives at Mombasa at 
8 a.m. on the following morning, in- 
stead of at 8.30 a.m. The latter adjust- 
ment has been made in response to 
many requests from the increasing num- 
bers of business men now using this 
overnight service between the two major 
towns of Kenya. 

The second and third class train that 
left Mombasa daily for Nairobi at 
3 p.m., now arrives at Nairobi 15 min. 
earlier at 7.15 a.m., whilst the Nairobi- 
Mombasa second and third class train 
leaves Nairobi at 4.30 p.m. and arrives 
at Mombasa at 9.35 a.m. 


UNITED STATES 

New Lift Bridge at Norfolk, Virginia 

Since 1898 the southern branch of 
the Elizabeth River between Norfolk 
(Virginia) and Portsmouth has _ been 
spanned by a swing bridge carrying the 
Norfolk-Portsmouth Belt Line Railroad. 

The bridge has now been condemned 
because of its narrow opening and 
“ gross misalignment ” with the corre- 
sponding opening in the highway bridge 
1,350 ft. further upstream. It is now to 
be replaced at a cost of approximately 
£1,000,000 by a vertical-lift bridge with 
a clear span of 300 ft. between fenders 
and a vertical headway of 145 ft. above 
mean H.W.L. in the open position. The 
new bridge will be 140 ft. upstream of 
the old one. The railway will contribute 
about £14,000 to the cost, but the major 
advantages accruing from the new 
bridge will be to the navigation authori- 
ties, who have suffered serious losses 
due to channel blockages and damage 
to the road bridge, and have had to 
provide costly pilotage and towage for 
all large vessels for many years past. 


CANADA 
Freight Traffic Figures 


Wagons of revenue freight loaded on 
Canadian railways in the period from 
January | to August 31 this year de- 
clined 8:1 per cent to 2,690,451 wagons 
from 2,928,823 in the corresponding 
period of 1956. Loadings dropped 
12 per cent in August to 369,776 
wagons from 420,269 a year earlier and 
16°9 per cent in the last 10 days of the 
month to 121,290 wagons from 145,886. 
The number of wagons received from 
connections fell 43 per cent in the 
eight months to 1,117,427 from 
1,167,312; rose 1:4 per cent in the 
month to 138,205 wagons from 
136,287; and fell 4 per cent in the 
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j0-day period to 46,078 from 47,993. 

Principal commodities carried in 
fewer wagons in the eight months 
were: grain, 236,328 wagons (315,672 
a year ago); grain products, 77,158 
(86,602); coal, 145,442 (163,102); non- 
ferrous ores and concentrates, 93,419 


(113,508); crude petroleum, 16,363 
(31,958); sand, gravel and crushed 
stone, 123,137 (141,680); lumber, 


timber and plywood, 129,630 (154,350); 
and miscellaneous small consignments, 
448,216 (480,748). 

Major commodities moved in re- 
duced volume in the month were: 
grain, 27,556 wagons (43,219 a year 
earlier); iron ore, 41,035 (44,838); non- 
ferrous ores and concentrates 12,154 
(16,432); sand, gravel and crushed 
stone, 20,852 (29,058); lumber, timber 


and plywood, 17,635 (22,717); pulp- 
wood, 17,289 (20,621); and _ miscel- 
laneous small consignments, 55,534 
(61,107). 

FRANCE 


Zone Fares for Pilgrims 


The S.N.C.F. has experienced con- 
siderable road competition in the 
Department of Maine-et-Loire in con- 
nection with pilgrim traffic to Lourdes, 
which is, in g2neral, a very remunerative 
source of revenue. Passengers trom 
rural parishes have not had at their 
disposal any convenient connecting ser- 
vices to stopping stations at which 
pilgrim trains stop and have tended to 
make the throughout journey by road. 


Publications Received 


Locospotters’ Annual, 1958. Edited by 
G. Freeman Allen, Hampton Court, 
Surrey: Jan Allan Limited, Craven 
House. 93 in. x 74 in. 64 pp. Illus- 
trated. Price 6s. 6d.—This annual will 
make a strong appeal to young railway 
enthusiasts. It contains interesting 
accounts of the development of the 
Pacific locomotives of the late Sir Nigel 
Gurley, and of non-stop runs to Scot- 
land on the East and West Coast routes. 
Contrast is afforded by descriptions of 
a high-speed run with the “ Bristolian,” 
and of traffic working on Cowlairs 
Bank and at Glasgow Queen Street. 


Cavalcade of New Zealand Locomo- 
tives. By A. N. Palmer and W. W. 
Stewart. Wellington, New Zealand: 
A. H. & A. W. Reed, 182, Wakefield 
Street. London: Bailey Bros. & 
Swinfen Ltd., 46, St. Giles High Street, 
W.C.2. 10 in. x 74 in. 143 pp. Price 
25s——On December |, 1863, an inside- 
cylinder 2-4-0 tank engine, Canterbury 
Railways No. 1, Pilgrim, worked the 
first steam-hauled train on a_ public 
railway in New Zealand. This book, 
by two New Zealand locomotive his- 
torians, traces the development there 
since then of railway motive power. 
which has been a fascinating blend of 
British and American practices. Some 
120 classes are described and illustrated 
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Road services have been arranged to 
collect such passengers. The total cost 
of running a pilgrim train from the 
stations concerned, including the cost 
of providing the road services, was 
assessed, and a uniform fare levied for 
all pilgrims using the train, whether a 
connecting road service was used or not. 
It was thus possible to quote fares 
competitive with the road undertakings. 
This policy, which has proved most 
successful, is likely to be applied in 
other areas where similar conditions 
exist. 

Road /Rail Passenger Terminals 

Terminal facilities for bus services 
have been inaugurated, or are under 
construction or planned in some 25 
French towns, including Amiens, 
Angers, Arras, Brest, Dijon, Le Havre, 
Marseilles, Strasbourg, and Toulouse. 
In 17 instances, plans provide for a bus 
station either on S.N.C.F. property or 
close to the railway station; in other 
cases, where a final decision regarding 
location has not been made, considera- 
tion is being given to rail-road liaison. 
Earlier examples of this form of co- 
ordination were given in the article in 
our issue of July 15, 1955. 


Wagon with Opening Roof 


The S.N.C.F. is putting into opera- 
tion a number of wagons with a special 
type of sliding roof. The wagon itself 
is similar to the standard U.LC.-O.R.E. 
type of high-sided open wagon, and is 
fitted with a roof in the form of a series 
of ribbed panels made of 1-5-mm. steel 


chronologically. Today, the steam loco- 
motive is being superseded on the New 
Zealand Government Railways, as on 
sO many systems, by the diesel and the 
electric, and it is with examples of 
these types that the survey ends. 


Le Nostre Locomotive Elettriche (Our 
Electric Locomotives). Rome: Piazza 
della Croce Rossa. No. 9 of a series 
of booklets issued by the Italian State 


Railways, Rome. 96 pp. 84 in. x 43 
in. Illustrated. No price stated.— 
This publication outlines, to the 


accompaniment of photographs, maps, 
and so on. the development of electric 
traction in Italy, beginning with the 
accumulator vehicles put into service 
early in 1899 between Milan and 
Monza. The first experiences with the 
d.c. third rail system, applied on the 
Milan-Varese line in 1901 and the 
three-phase a.c. system introduced on 
the Valtellina routes in the following 
year are traced. The improvements to 
the latter, which came to play such a 
great part in electrification in Italy and 
was in use also for some years in the 
Simplon Tunnel, are well described. 
The 3,600-V. three-phase system, al- 
though it is still in use on an imvortant 
mileage, is destined to give place to 
the standardised 3,000-V. d.c. working, 


adonted in 1928. In 1925 it was 
decided to make trials on the 107- 
mile Rome-Sulmona line of the 
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sheet. Each panel has rollers at each side 
of its central point which is linked to 
that of the next panel by a light chain; 
the panels rest on their rollers in run- 
ways at each side of the wagon.  End- 
less chains run along the top of each 
side wall of the wagon and the rollers 
of the end panel are joined to these 
chains. 

A handle operates a winch which 
causes the endless chains to revolve, and 
th's causes the end panel to roll along 
the runway. Each succeeding panel is 
pushed by the one behind it along the 
runway and over a short raised portion 
at the end of the walls. The panel then 
turns from the horizontal to a vertical 
position and rests in a special compart- 
ment provided. To close the roof the 
reverse procedure is applied; the endless 
chain pulls the end panel along the 
runway, the other panels being drawn 
into position by the chains linking them 
to the next panel. 

The handle controlling the winch is 
duplicated at two levels so that the 
apparatus can be worked either from 
ground or _ loading-platform level. 
Staggered joints ensure that the roof is 
watertight. 


Laval Longitudinal Sleepers 


During the current year the S.N.C.F. 
has laid some 15 miles of track with the 
Laval longitudinal concrete slab sleeper, 
making to date a total track mileage of 
nearly 50 on which this type of sleeper 
has been installed. Preliminary plans 
envisage a further 25 route-miles to be 
laid with longitudinal sleepers in 1958. 


10,000-V. 45 cycle, three-phase system, 
and this remarkable work was com- 
pleted in 1927 but destroyed com- 
pletely in the war, when much damage 
was suffered along other electrified 
routes, made good in a commendably 
short time. References to maintenance 
and repair work and a bibliography 
complete this well-produced - booklet. 


Recommendations 
of Aluminium Fusion Welds and 
Welders—This_ publication is an 
Addendum to the Aluminium Develop- 
ment Association Information Bulle- 
tin No. 19, which has been prepared 
to meet the needs of authorities who 
have to test welds and approve welders 
engaged on the _ fabrication of 
aluminium. The first section of the 
booklet deals with current non-destruc- 
tive and destructive testing methods, 
and gives notes on the  applica- 
tions of these methods to butt and 
fillet welds in aluminium. The second 
part describes the procedure for testing 
the welders’ proficiency and there is 
also a list of defects occurring in welds 
made by the princival methods, and 
defects due to negligence or _ ineffi- 
ciency of the welder or inherent to 
the process itself are commented upon. 
Copies of the Addendum are available 
on request to the Aluminium Develop- 
ment Association. 33, Grosvenor 
Street, London, W.1. 


for the Testing 
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Coated Steel Sheet for Rolling Stock Construction 


Possibilities of sheet steel coated before 
fabrication, with corrosion resistant finish 


By D, A. Winton, B.Sc. (Eng.), A.M.I.C.E., A.M.I.Mech.E. 








sa Be in 


Dovetail floor sheets of British Railways steel diesel car fabricated from 


continuously galvanised sheet 


BSENCE of corrosion or deteriora- 
tion during storage, minimum 
cleaning, protection for hidden or inac- 
cessible parts, underpaint protection, 
reduced pre-treatment costs, and in 


some instances the elimination of any 
subsequent finishing are advantages 
claimed for coated sheets, so increasing 
the efficiency of steel utilisation. Devel- 
opments in production of various types 
of sheet have been concurrent with, and 
very much depend on, the introduction 
in this country of the continuous wide 
strip mill 


Zinc Coatings 

Whilst many coatings are possible, and 
the number now available is increasing, 
particularly in the U.S.A., the coating 
which is of the most immediate in- 
terest and at present of the widest appli- 
cation, excluding tin, which has a some- 
what specialised application for food 
storage, is that of zinc. Tin, also, is 
usually applied 
steel than is used normally for structures 
fabricated from sheet. 

For zinc coated sheets the coating is 
usually applied either by hot dip galvan- 
ising or by electro-deposition. 


Galvanised Sheet 

The modern process for producing 
galvanised sheets is much different 
from the old method, used principally 
for the manufacture of galvanised 
corrugated sheets. The present method 
of galvanising uses a continuous process. 
Briefly, an endless coil of steel, after 


to thinner gauges of 


cleaning and annealing in an_ inert 
gaseous atmosphere, passes without 
contact with the air, into a bath of 
molten zinc which contains a small 
percentage of aluminium. The coil is 
then cut to sheet length as desired; in 
some instances it is despatched to con- 
sumers in coil form. 

The basis steel used is of a high 
quality and is similar to that empioyed 


in the manufacture of motor cars. 
Several grades of galvanising quality are 
available in various coating weights up 
to 2°5 ounces per sq. ft. of sheet; the 
“tight coated working-up quality ” can 
be folded flat on itself and be formed 
into intricate shapes without failure of 
the zinc coating through flaking. 
The ease with which continuously 
galvanised sheet can be manipulated is 
due in part to the pre-treatment pro- 
cesses of the steel coil and in part to 
the aluminium addition to the galvanis- 
ing bath, not considered practicable 
with old galvanising methods. This 
property of ease of fabrication is one 
of the outstanding advantages of the 
modern galvanised sheet as compared 
with the old type of sheet, which, as 
mentioned earlier, is usually only cap- 
able of being corrugated. Coupled with 
the remarkable uniformity of coating 
which gives the maximum possible life 
for a given coating weight, the modern 
galvanised sheet, such as Weirkote in 
the U.S.A. and Galvatite in this country, 
is suitable for many diverse purposes. 


Electro-Deposited Sheet 

With electro-deposition, in the process 
at present used, steel sheets of similar 
quality to the coil used for galvanising 
are fed directly into an electroplating 
machine. On passing through this 
machine, they are degreased and cleaned 
and then coated with a thin coating of 
zinc. The standard coating is about 
00001 in. in thickness, although both 
thicker and thinner coatings are avail- 
able. 

The electro-deposited coating is less 





Welding continuously galvanised sheet roof of a British Railways coach 
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Electro-zinc coated sheets were 


used for the door panels 


this 


of 


British Railways coach 


than one-tenth of the thickness of that 
of a galvanised coating. The uses of 
the two types of coating, therefore, are 
very different. 

Generally, a galvanised _ sheet, 
although sometimes painted or other- 
wise protected, may be used without any 
further surface treatment: an electro- 
zinc coated sheet is invariably used in 
conjunction with a paint finish. 

The electro-zinc coating does not 
limit in any way the forming properties 
of the steel sheet. The zinc flows with 
the basis steel and the coated sheet may 
be deep drawn, spun, and so on, in a 
similar manner as for uncoated sheet. 
The zinc coating does, in fact, appear 
to help deep drawing, probably by 
assisting with lubrication. 

Zinc coated sheet has thus progressed 
far from the “corrugated iron” used 
for garden sheds and as _ barricading 
around building sites. It is now a 
material used for articles where a high 
degree of strength and finish is desired, 
combined with a long life. Con- 
tinuously galvanised steel sheet is used 
for such diverse purposes as air-con- 
ditioning plant and ducting; acoustic 
ceilings; fabricated tubing; commercial 
road vehicles; cold-formed sections, 
and cladding of buildings. Electro- 
zinc coated sheet is employed in switch- 
gear cubicles, crane bodies, electrical 
conduit, petrol pumps, motor cars, and 
so on. Typical of these electro-zinc 
coated sheets are the Belgian Zincor 
and the British Zintec. 


Use for Rolling Stock 

On railways, continuously galvanised 
sheet and electro-zinc coated sheet are 
both used by British Railways for 
rolling stock construction: the former 
for the roofs of passenger coaches and 
the floors of luggage vans, and the 
latter for doors and panels. Again, for 


rolling stock exported abroad, con- 
tinuously galvanised sheet is used for 
the roofing. In the U.S.A. galvanised 
steel is used extensively for sheeting 
freight cars; in all, some 45,000 tons was 
used during 1955 for rolling stock. 

The widespread application of these 
coated sheets was undoubtedly hin- 
dered in this country in the years imme- 
diately after 1945 by a scarcity both of 
steel and of zinc. However, with these 
two materials now in more plentiful 
supply, there is now no reason to 
hinder a more extensive use of both 
galvanised and_ electro-zinc coated 
sheet in the manufacture of rolling 
stock and their fittings. The savings in 
pre-treatment costs and the enhanced 
corrosion resistance, and the light but 
strong and rigid structures capable with 
steel in sheet form, should ensure an 
economical vehicle both from the point 
of view of initial and running costs. 
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As mentioned previously, the use of a 
coated sheet ensures protection to 
hidden parts where maintenance is 
difficult or sometimes impossible. 

Not only can continuously galvan- 
ised steel be used for sheeting rolling 
stock, but its use for the framework 
could also be considered. Sections 
manufactured from galvanised coil by 
slitting to narrow widths and then cold- 
forming are used for various purposes 
in the building industry. Their appli- 
cation for the framework of rolling 
stock would seem to offer interesting 
possibilities. 


Mechanical Properties and Dimensions 


The tensile strength of these coated 
sheets, whose steel base conforms in 
general with the requirements of 
B.S. 1449:1956 for mild steel sheets, 
lies within the range of 18 to 23 tons 
per sq. in., with a yield stress minimum 
of 14 tons per sq. in. 

When’ cold-formed the __ tensile 
strength of continuously _ geen 
sheet will be about 24 tons per sq. 
and the yield point about 20 tons i 
sq. in.; the elongation as measured on 
a 2-in. gauge length will be about 30 
per cent. The actual values must 
depend on the particular shape, but the 
values quoted above may be taken as 
typical. The modulus of elasticity is 
as for steel, approximately 13,500 tons 
per sq. in. 

These coated sheets are generally 
available in the same dimensions as 
uncoated _ sheet. Zinc-coated _ steel 
sheets although having the strength and 
other characteristics of steel, do have a 
zinc surface, and this must be borne 
in mind when using them. 


Painting 

The above point is of particular im- 
portance in painting, as a paint which 
is suitable for a steel surface may not 
be suitable for application to a zinc 
surface. 

The former practice with galvanised 
steel was to allow it to weather or to 
treat it with an etching solution prior 
to painting. However, paints are now 





British Railways two-car diesel unit built by Cravens Limited, with roofs 
sheeted with Galvatite 
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available which can be applied directly 
to a newly galvanised sheet; these 
paints include those based on calcium 
plumbate, the zinc-rich primers and 
certain plastic resins. For other paints 
phosphating, with a chromic acid rinse, 
usually provides a satisfactory base for 
painting. If etching solutions are used, 
they must be completely washed off 
before painting. 

For electro-zinc coated sheets, also, 
suitable paints are available which 
adhere satisfactorily. Paint suppliers 
can advise in this respect. 

Welding 

As mentioned previously, zinc-coated 
sheets can be formed and fabricated, 
and also riveted and bolted, with ease. 
The question of their suitability for 
welding is often raised on the grounds 
that the coating may be totally des- 
troyed in the vicinity of the weld or 
that a weak weld will result. 

The welding of these materials, how- 
ever, does not present great difficulty 
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and following on from experimental 
work they have now been successfully 
welded for some years with but little 
deviation from the practice employed 
for uncoated sheet. Spot welding, 
carbon arc, metallic arc and oxy-acety- 
lene welding are all possible; the manu- 
facturers of the coated sheet are able 
to advise on the appropriate welding 
procedure to adopt under particular 
circumstances. Soldering also may be 
carried out easily with suitable fluxes 
and solders. 

In those instances where some 
damage to the coating results during 
welding, this may be easily remedied 
without impairing the corrosion resis- 
tance of the fabricated article. Several 
simple methods, such as the application 
of zinc rich paints or high-content zinc 
solders, are available for doing this, 
and which do not require the use of 
expensive equipment. Any costs in 
treating welded areas would be very 
slight and far outweighed by savings in 
initial treatment costs. 
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Sheets produced by the continuous 
galvanising process and strip slit from 
wider coil, will have uncoated edges, 
as also will electro-zinc coated sheet 
when cut to smaller sizes. Corrosion of 
the steel base at these cut edges, how- 
ever, is prevented by the “ sacrificiai ” 
protection afforded by the zinc coating 
which is in close proximity. There is 
no creepage of corrosion products 
under the zinc coating. 

Sacrificial protection is also afforded 
to the steel base should the zinc coating 
be scratched. With uncoated steel if a 
scratch penetrates through the paint 
coating, the steel base revealed will 
commence to corrode and it is likely 
that the corrosion will creep under the 
paint with the result that the latter will, 
in time, flake off. With a zinc-coated 
sheet, even should a scratch penetrate 
through both the paint film and the 
coating, the steel base will not corrode. 
Also, there will be no subsequent 
flaking of the paint in the vicinity of 
the scratch. 





Unusual Bridge over Marshalling Yard 


Continuous through girders 967 ft. 
long supported eccentrically by a pier 


HE approach road to Baltimore 

Harbour Tunnel has to cross over 

the multiple tracks of the Baltimore 

& Ohio Railroad classification yard. 

Consequently, a remarkable through- 

truss bridge is now under construction 
to carry it. 

This consists of continuous K-type 
truss main girders 967 ft. 6 in. long, 
divided into 30 panels each 32 ft. 3 in. 
long. They are centrally-supported by 
a pier on a 45-deg. skew, so that the 
bearings on it occur under the 14th 
panel point on one girder and the 16th 
on the other, counting from the same 
end. The actual spans of each girder 
are therefore 451 ft. 6 in. between 
centres of bearings (14-panel lengths) 
on one side of the pier, and 516 ft. on 
the other (16 panels), the 16 panels 
facing the 14 in each half of the bridge 
or in each clear span 

The bridge carries two 28-ft. road- 


ways with a 4-ft. verge between them, 
and the main trusses are 64 ft. 6 in. 
high between chord centres. There are 
sway bracings at panel points, and 
the roadway rests on 12 stringers be- 
tween cross girders. 


Only One Pier 


The design has been dictated by the 
railway management’s insistence that 
there should be only one pier in the 
1,000 ft. width of the yard, and by the 
necessity for keeping the road level as 
low as possible. The railway also 
stipulated that the pier should be on a 
45-deg. skew to fit between existing 
tracks and a large sewer. The con- 
tinuous girders were selected to facili- 
tate cantilever erection, provide greater 
rigidity, secure economy in materials 
and labour, and for other reasons. 

The K-truss was chosen because 
secondary stresses are low and the short 


members of subdivided panels are un- 
necessary. The trusses are of low-alloy 
steel and are riveted; they are carried 
on rocker-expansion bearings on the 
abutments and fixed bearings over the 
pier. The pier and abutments are of 
reinforced-concrete founded on 100-ft. 
long steel H-piles. 


B.T.C. FEATURE FILM TO BE SHOWN CoM- 
MERCIALLY.—The British Transport Com- 
mission film “ Journey into Spring,” which 
was specially commended at the Venice 
Film Festival, is to he shown commercially 
throughout the country. It reveals in 
colour the natural beauty of the country 
round the Hampshire village of Selborne. 
home of the naturalist Gilbert White, on 
whose letters, written between 1767 and 
i780, it is based. The film, which lasts for 
30 min., is produced by Ian Ferguson and 
directed by Ralph Keene. 
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British Railways Express Steam Locomotive Trials 


Performance and efficiency tests of standard class “‘8” 
Pacific locomotive No. 71000 “ Duke of Gloucester” 


HE tests conducted on the class 
“8” express passenger 4-6-2 loco- 
motive No. 71000, Duke of Gloucester, 
follow the pattern established by the 
Locomotive Testing Joint Sub-Commit- 
tee of the British Transport Com- 
mission, and included a series of runs 
on the stationary testing plant at Swin- 
don, followed by a number of con- 
trolled road tests, with special trains, 
between Swindon and Westbury, via 
Reading West Junction. 

The boiler is the same as that of the 
class “7” Pacifics (“‘ Britannia ” class) 
except that the firebox is one foot 
longer, and in consequence provides a 
grate area of 48-6 sq. ft. against the 
41 sq. ft. of the class “7”. Evaporative 
heating surface is 2,490 sq. ft. and 
superheater heating surface 691 sq. ft. 
these being in the ratio of 3-6 to 1. 
The smokebox is of the self-cleaning 
type, and unlike the class “7”, a 
twin-orifice blastpipe is fitted. 

The most interesting feature of the 
design of the class “8” is the use of 
the British Caprotti valve gear. With 
the exception of Sir Nigel Gresley’s 
2-8-2 engine Cock o’ the North, on 
the L.N.E.R., this is the first time a 
poppet valve gear has been fitted to a 


LB/SQ.FT. GRATE/HR 


EVAPORATION, 1000 LB/HR. 


KIRKBY 


| 
ST INJECTOR 


| 
+———+ 


VAPORATION| 
COAL, 1,000 LB./HR. 


Fig. 1\—Evaporation performance 
locomotive 
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(By a correspondent) 


British locomotive in the maximum 
power class that is intended for express 
passenger working. 

There are differences in results as 
between the “ Britannia,” and the class 
“8”. The maximum output of the 
“ Britannia ” is limited by its front-end, 
equipped with a single orifice blast- 
pipe. With this, using Grade 1A South 
Kirkby coal, the maximum sustained 
output was a rate—steam to cylinders— 
of 31,600 lb. per hr. The class “8” 
yielded the evaporation performance 
shown in Fig. 1; the limit in this case 
was governed not by the front end, but 
by the grate, and reached 34,000 lb. per 
hr., also with South Kirkby coal. 

This latter figure, iowever, was 
reached only at the expense of a very 
high coal consumption, namely 6,850 
lb. per hr. Even at lower rates the coal 
consumption was higher than that of 
the “ Britannia” given in a previous 
bulletin issued by the Commission, viz. : 





a | Con °F" | Class “8” 





| | 
Steam rate, Ib. | | | 
i xs ..| 25,000 | 30,000 | 25,000 | 30,000 
Coal rate, Ib./ | 


hr. .. wal 3,100 | 4,000 3,250 | 4,500 





1000 La/HA. 
WATER COAL 


32-75 
30-75 
28-75 
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5170 


2675 34 
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100 1.H.P. 
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1440 1330 
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120 «140 
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of class “8”’ 


The bulletin dealing with the class 
“§”* does not attempt any explanation 
for this difference, but it may probably 
be traced to the fiercer draught arising 
from the use of a twin-orifice blastpipe. 


Cylinder Performance 


The cylinder performance of the 
“ BR8” locomotive is very good. The 
indicated horsepower characteristics, 
shown in Fig. 2, reveal that the lines 
corresponding to a constant steam rate 
still have a rising tendency, even at 
90 m.p.h. There is no sign of throttling, 
due to inadequate valve openings and 
passages, and the many indicator dia- 
grams reproduced in the bulletin show 
an unusually accurate form. Because 
of the good cylinder performance the 
effects of the high coal consumption are 
to a certain extent neutralised, and the 
coal per d.b.h.p. hr. is less than 3 lb. 
over a fairly wide range of power out- 
put. 

The free-running of the locomotive 
when working at high power output 
were shown in a practical guise during 
a series of controlled road tests when 
the steam rate was held at 30,000 lb. 
per hr. Few, if any, British passenger 
train services of today need so high a 





SPEED, M.P.H. 


Fig. 2—Indicated h.p. characteristics showing constant 


Steam rates 





THE RAILWAY GAZETTE 





Photo} 


[M. W. Earley 


Near Reading West on a controlled road test at 30,000 /b. of steam per hr. 


sustained output, so that the demands 
on this occasion were exceptional. 

The trailing tare load was 586 tons, 
and on the very gradual falling gradient 
between Wantage Road and Pang- 
bourne, speed was held at between 77 
and 80 m.p.h. It needs emphasis how- 
ever that this work was done only with 
grade “1A” coal. With grade “2B” 
coal, from Blidworth colliery, it needed 
a firing rate of 6,200 lb. per hr., with 
two firemen, to provide 30,000 Ib. of 
steam per hour on the stationary test 
plant, and that is far beyond the practi- 
cal range of everyday operating. 

Much of the coal supplied today 
for first class express passenger work 
is far below the grade “1A” standard 
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THE FIGURES IN ITALICS 

ARE COAL RATES WHEN 

USING BLIDWORTH COAL- 
GCV 12850 B.Th us cB. : 


EQUIVALENT DRAWBAR HP. ON LEVEL AT CONSTANT SPEED, , 


DRAWBAR H Pp CHARACT RISTIC 


SPEED,M PH 


Fig. 3—Drawbar h.p. characteristics over speed range 


and the performance with Blidworth 
coal must be carefully noted. 
Below are tabulated the rates of 
evaporation with various firing rates. 
From this it will be seen that the 





























Engine type .. Class “7” Class “8” 
Coal, grade .. 1A 2B 1A 2B 
Steam rate (steam to cyls.), Ib./hr. 

Coal 2,500 Ib./ 

SS ..| 21,200 | 18,000 | 21,000 | 18,800 
Coal 3,000, Ib./ 

ae. ..| 24,500 | 21,250 | 23,800 | 21,400 
Coal 4,000 Ib./ 

hr... ..| 30,000 | 26,500 | 28,500 | 25,500 
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performance of the class “8” s 
superior to that of the class “7” 
lower grade coal, until the firing call 
goes above 3,000 Ib. per hr.; but the 
latter figure is considered the maximum 
that can normally be expected as a ‘eat 
of any length from one fireman. 

The bulletin devotes a considerable 
amount of attention to the application 
of test results to the working of actual 
services; and in view of the allocation 
of locomotive No. 71000 to the London 
Midland Region, the line between 
Euston and Carlisle is chosen as an 
example. Fig. 4 shows a diagram 
representing the cost of energy and per- 
formance for a variety of schedules and 
loads between Euston and Rugby, and 
the following table sets out some of the 
relevant data, concerning the mainten- 
ance of an 80-min. booking for the 
82:6 miles in the northbound direction. 
This is scheduled with the 1.30 p.m. 
down “ Midday Scot.” 

With the normal load of the “ Mid- 
day Scot,” about 450 tons, it would 


Euston-RuGBy: 80-min. schedule 


PERFORMANCE WITH ENGINE 71000 














Tare load, tons .. 210 357 556 
Gross weight, tons 388 550 769 
Coal per ton mile, Ib. 0-13 0-133 0-11 
Coal per mile, Ib. 27-3 47-4 61-1 
Steam rate, Ib./hr. 16,000 | 24,000 | 28,300 
Firing rate: 

Grade 1A, Ib./hr. 1,805 3,040 4,000 

Grade 2B, Ib./hr. 2,000 3,600 5,000 
D.H.P. average 532 1,125 1,500 
Probable — H.P. br. 

Grade 1A coal 3-5 2-86 2-79 

Grade 2B coal 7 3-88 | 3-49 3-49 





appear that when engine No. 71000 is 
used the firing rate would require to 
be at least 3,500 lb. per hr. 

Apart from the actual results obtained 
with engine No. 71000 the bulletin is a 
most absorbing document. 


EUSTON-CARLISLE PASSENGER SERVICES STOPPING AT RUGBY AND CREWE 


EUSTON- RUGBY 


89/103/101 /93 





. TONS 


Fig. 4—Performance between Euston and Rugby 
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Remodelling Dun Laoghaire, C.I.E. 


Provision of separate up and down platforms 


OR reasons outlined in an editorial 
note on another page, extensive 
alterations have recently been carried 
cut by Coras Iompair Eireann at Dun 
Laoghaire station, formerly known as 
Kingstown. The engineering prob- 
lems involved are described below. 
The station is bounded on the up 
side by Crofton Road, the surface of 
which is about 15 ft. higher than rail 
level; the road is supported by a sub- 
stantial masonry retaining wall. At 
the Bray end of the station, the line 
passes under a public road bridge for 
a distance of 160 ft., and beyond it the 
line continues in a deep cutting with 
high retaining walls on both sides. The 
distance between the abutments of the 
road bridge was not sufficient to permit 
of two tracks with standard clearances, 
and the same applied to the cutting for 
a distance of 60 ft. beyond the bridge. 
One or other of the bridge abutments 
and the nearby retaining wall had, 
therefore, to be removed, and new 
structures to permit of the necessary 
clearances had to be substituted. The 
existence of a large ovoid storm-water 
sewer immediately behind the bridge 
abutment and retaining wall on the 
Crofton Road side of the line led to 
the decision to undertake the widening 
on the opposite or down side. The 
work was begun in September, 1956, 
and was completed in June, 1957. 


Reconstruction of 160-ft.-wide 
Overbridge 

The first work to be undertaken was 
the construction of a new mass-con- 
crete bridge abutment 160 ft. long on 
the down side of the line, some 
3 ft. 6 in. behind the face of the exist- 
ing masonry abutment. The ground 
behind the old abutment was opened 
out and part of the abutment was 
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removed. Then wall-board was laid 
directly against the old masonry to act 
as shuttering for the new abutment 
which was poured in 5-ft. lifts; the 
remains of the old abutment were 
removed subsequently. The new wall 
was founded on rock which was 
trimmed off where it shelved steeply 
towards the track, This section of the 
work was completed between Sep- 
tember and December, 1956, with 
interruption of road traffic only for the 
period October 1-November 22. 

The decking of the bridge consisted 
of steel troughing over an average 
clear span of 26 ft., the troughing being 
filled in with concrete to form the road 
surface. It was temporarily supported 
from the railway formation while the 
new abutment was being constructed. 
The steel troughing had been in service 
for 25 years but it was in excellent 
condition, and calculations showed that 
it had sufficient reserve of strength to 
support Ministry of Transport loading 
on the increased span. It was ex- 
tended by riveting on new troughing 
sections 3-in. thick which overlapped 
the old steelwork and rested on bear- 
ing plates on the new abutment. These 
new sections had to be of special shape 
and were pressed with the aid of suit- 
able dies at the C.I.E. locomotive works 
at Inchicore. The material used was 
“ firebox-quality ” boiler plating with 
properties similar to those prescribed 
for troughing in B.S.S. No. 153. 

The retaining wall forming a con- 
tinuation of the old bridge abutment 
was demolished for a length of 60 ft. 
to make way for the new retaining wall 
providing additional clearance taper- 
ing out from 3 ft. 6 in. to 6 in. Re- 
alignment of the face of the existing 
down platform for a distance of 180 ft. 
was also necessary. Moreover, part of 
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the external wall of the main station 
building was within the construction 
gauge for the new track layout, thus 
necessitating the building of a new wall 
2 ft. 9 in. thick behind the existing wall 
so as to provide bearing for cantilever 
supports to carry the upper wall of the 
building; these supports consisted of 
10 in. x 6 in. R.S.Js. encased in con- 
crete. They were needled through the 
wall immediately underneath a heavy 
plinth course and were counter- 
balanced by pinning against an internal 
wall. The additional clearance ob- 
tained was 3 ft. 9 in. 


New Up Platform 


The new up platform is 470 ft. in 
length and varies in width between 
9 ft. and 22 ft. The platform wall was 
constructed in mass concrete with pre- 
cast coping flags, and the surface con- 
sists of 5 in. of mass concrete with 
brown coloured granolithic finish. The 
concrete was poured in 10 ft. bays, 
expansion and contraction joints being 
finished with plastic joint filler. Two 
reinforced concrete passenger shelters 
each 50 ft. long with cantilevered roofs 
were provided. The walls were 
finished with cream and brown ceramic 
mosaic, and had recessed panels for 
posters. The roof was _ treated 
with bitumen sealer, and oak seats 
were provided. It was necessary to 
underpin some 200 yd. of the existing 
retaining wall supporting Crofton 
Road at the back of the new platform 
with mass concrete. Fluorescent plat- 
form lighting was installed. 


Unusual Footbridge 


A footbridge was also constructed 
to give access to both platforms and a 
new station entrance from Crofton 
Road. The overall width of the foot- 
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New and original layouts at Dun Laoghaire showing separate up and down platforms and location of the footbridge 
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Reinforced concrete footbridge giving access to both platforms 


bridge is 5 ft. 6 in. and approach stair- 
ways 5 ft. The main structure is of 
reinforced concrete and consists of two 


piers 31 ft. apart, a central 22-ft.-long 
suspended span supported on two 
4-ft. 6-in. slabs cantilevered out from 
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the piers, and two reinforced concrete 
stairways. Because of restrictions on 
the erection of formwork inside the 
construction gauge, the suspended 
span and one of the cantilever slabs 
were precast nearby. Each cantilever 
slab was hinged (nominally) over the 
supporting pier and was_ counter- 
weighted by a mass of reinforced con- 
crete below ground level. The in-situ 
cast cantilever over the other pier was 
partly counterbalanced by the ap- 
proach stairway and the remaining 
load was taken through the column to 
an eccentric. pier footing. The sus- 
pended span weighed 8 tons and was 
lifted into position by crane. The con- 
crete used for the bridge was a nominal 
1:14:3 mix. Formwork was _ lined 
with hardboard with the rough face to 
the concrete so as to obtain a textured 
finish. 

An unusually thick cover to the 
reinforcement, 14 in. for the precast 
and 2 in. for in-situ work, was pro- 
vided on account of the proximity of 
the bridge to the sea. Surfaces of the 
footways were finished in 1 in. of 
granolithic, and round-nosed tiles were 
provided on the stair treads. The open 
hand-rails were manufactured at the 
C.LE. locomotive works. 

In order to obtain a minimum plat- 
form width of 9 ft., it was necessary to 


demolish and rebuild 60 ft. of the 
Crofton Road retaining wall. The 
4-ft. 6-in. x 4-ft. 6-in. stormwater 


sewer at the back of the wall was also 
removed and a sewer on a new align- 
ment was incorporated in the new 
mass-concrete retaining wall. Tem- 
porary timber troughing was used to 
convey stormwater during the work. 


New Trackwork 


To meet the operating conditions 
arising from the second running line 
in the station, alterations and exten- 
sions of some of the sidings were 
necessary, a series of loops being pro- 
vided as shown in the diagram. The 
preparation of the site involved 2,800 
cu. yd. of excavation. 








FREIGHT DOCUMENTATION IN RHODESIA.— 
The new system of documentation and 
accounting for the carriage of goods and 
mineral traffic has been designed generally 
to simplify documentary procedures. It 
is based on the introduction of composite 
documentation and the use of copying and 
accounting machines compared with the 
old system which involved the manual pro- 
cess of transcribing details from consign- 
ment notes to transit documents, from 
transit documents to advice notes, and 
from advice notes and transit documents 
to station debit books. 

A facsimile of the original document 
is sent to the consignor so eliminating 
possible transcription errors and disputes 
between consignor and consignee regarding 
the correctness of detail or charging. The 
time previously spent in preparing the 
delivery documents is now eliminated and 
a quicker delivery at receiving stations is 
ensured, 


- 


The three documents which had to be 
prepared—a consignment note by the 
sender, an. invoice by the forwarding 
station, and an advice note by the destina- 
tion station—are now embodied in one 
contract note which is drawn up in three 
sections on translucent paper to include 
the contract portion for completion by the 
consignor; the transit portion for com- 
pletion by the railways; and the advice, 
or delivery portion, for completion by the 
consignee. 

Pads of contract notes, with instructions 
on their use, are issued free of charge. The 
sender is required to prepare the contract 
portion of the note in quadruplicate and 
send it with the consignment to the rail- 
ways which return one copy as a receipt 
for the goods. The charges portion is then 
completed by the sending station where 
all the transit and accounting documents 
required are produced within a-few seconds 
by a copying machine. 


Copying and accounting machines have 
been installed at larger centres and the new 
system has been devised so that the 
stations which are not provided with these 
machines can function in exactly the same 
manner but on a manual basis. 

The copying machines were provided 
by the Ozalid Co. Ltd.; London, and the 
accounting machines by the National Cash 
Register Co. Ltd., Dundee. 


CLOSURE OF EVENWOOD STATION.—Even- 
wood Station, North Eastern Region, 
between Bishop Auckland and Barnard 
Castle, was closed to all traffic from 
October 14, after approval by the North 
Eastern Area Transport Users’ Consulta- 
tive Committee. Alternative facilities for 
passengers have been provided by local 
bus services, parcels traffic is being dealt 
with at Bishop Auckland, and freight 
traffic at Butterknowle. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. J. R. Farquharson arrived at 
Nairobi on October 8 to take up his appoint- 
ment as General Manager of the East 
African Railways & Harbours. He travelled 
from Khartoum where he _ has_ been 
advising the Sudan Railway Administration 
on the subject of their current difficulties in 
moving an unexpectedly heavy cotton crop. 
Mr. Farquharson was General Manager of 
the Sudan Railways ‘from 1952 
until May this year when he 
proceeded to the United Kingdom 
on leave. 


Mr. A. I. Webber Jones has 
been appointed Chief Engineer 
of the Nigerian Railway. 


Mr. Donald Gordon, Presi- 
dent of the Canadian National 
Railway since 1950, has been 
reappointed for a further three- 
year term. The appointment 
has also been announced of a 
new C.N.R. director, Mr. Ed- 
ward W. Bickle, a Toronto 
financier, to succeed Mr. H. J. 
Symington, who is retiring. Two 
other directors were reappointed 
for three-year terms, Mr. W. J. T. 
Gagnon of Montreal, and Mr. 
J. A. Northey of Toronto. 


Mr. George Dow has been 
appointed a Director of the 
United Counties Omnibus Co. 
Ltd. 


Mr. A. P. Reynolds has been 
appointed Chairman of the newly- 
formed Dundalk Engineering 
Works Limited (see p. 434 of 
last week’s issue). The Directors 
are: Mr. T. P. Hogan, a director 
of C.LE.; Mr. K. C. McCourt, 
a Director of P. J. Carroll 
Limited; Mr. M. F. Moloney, a 
G.N.R. Director, and Mr. A. 
Moore, Managing Director of 
McArdle Moore Limited, Dun- 
dalk. Mr. Reynolds is the 
Minister for Industry & Com- 
merce’s senior nominee on the 
G.N.R. Board. 


Mr. T. J. Lynch, Secretary of 
the Railway Clearing House since 
1947, is retiring at the end of 
this month, and Mr. W. S. Cutler, now 
Assistant Secretary, has been appointed to 
succeed him. 


At the VIIth Congress of the International 
Union of Railway Medical Services held in 
Paris recently, Dr. J. Sharp Grant, Regional 
Medical Officer, Eastern Region, British 
Railways, who is First Vice-President of the 
Union, was presented with the medal and 
scroll of the City of Paris. The presentation 
took place at the Hotel de Ville, Paris, at a 
reception held on the evening of the first day 
of the Congress. 


Mr. A. J. Speakman has resigned as 
Deputy Director of the British Productivity 
Council. He joined the Council soon after 
its formation in 1953 as Technical Officer, 
later becoming head of the Work Study 
Unit. He was made Deputy Director last 
year. Mr. Speakman is joining the United 
Steel Companies as a member of that 
group’s Department of Operational Research 
& Cybernetics. 


We regret to record the death on October 5, 
at the age of 79, of Mr. Arthur Frank 
Bound, M.I.Mech.E., A.M.I.E.E., M.Inst.T., 
Signal & Telegraph Engineer, London Mid- 
land & Scottish Railway, from 1929 to 1944. 
Mr. Bound received his early training from 
1894 to 1898 as a premium apprentice at the 
Locomotive Works of the London Brighton 
& South Coast Railway. From 1898 to 
1902 he was employed as a draughtsman by 
the then company of Vickers, Sons & 





The late Mr. A. F. Bound 


Signal & Telegraph Engineer, 
L.M.S.R., 1929-44 


Maxim, and was engaged chiefly in the 
design of gun mountings. In 1903 he 
became an outdoor assistant for the British 
Pneumatic Railway Signal Company and 
was engaged on the installation of low- 
pressure pneumatic signalling in the vicinity 
of Basinstoke and Staines on the former 
London & South Western Railway. In 
November, 1903, he joined the Great Central 
Railway as Assistant Signal Superintendent 
to superintend a similar installation between 
Ardwick and Hyde Junction, and became 
Signal Superintendent in April, 1906. In 
1924 he was appointed Signal Engineer 
(Southern Area), L.N.E.R., and, in 1929, 
joined the L.M.S.R. in the then new position 
of Signal & Telegraph Engineer; he was 
promoted to the status of Chief Officer in 
1932. He retired on August 31, 1944. Mr. 
Bound received the Gold Medal of the 
Institute of Transport for railway engineer- 
ing subjects for 1923-24; he was a Member 
of Council of the Institute for 1929-32. He 
was President of the Institution of Railway 
Signal Engineers in 1925. 


Mr. D. W. M. Fox has been appointed 
Assistant District Traffic Superintendent, 
Woking, Southern Region, British Railways. 


At a recent ceremony in Dublin, Irish 
cattle exporters paid a farewell tribute to 
Mr. George B. Gray, former General Agent 
for British Railways in Ireland, who has 
been appointed Divisional Traffic Manager, 
Barrow, London Midland Region, British 
Railways. (This appointment was recorded 
in full in our September 6 issue.) 
Mr. Gray was presented with a 
Waterford cut glass lamp stand 
by the members of the Irish 
Cattle & Livestock Exporters’ 


Association. 

Mr. L. D. Johnson has been 
appointed Assistant District 
Commercial Superintendent 


(General), Middlesbrough, North 
Eastern Region, British Rail- 
ways. Mr. Johnson began his 
railway service with the former 
L.N.E.R. at Sudbury Hill in 
1934, He became a Traffic 
Apprentice in 1947, Assistant 
Yardmaster, Hull, in 1949, and, 
from 1950 to 1952, served at 
York, Newcastle, and Sunder- 
land. During this period he 
visited Holland on an exchange 
basis for four weeks to study the 
Dutch Railways. He was ap- 
pointed Stationmaster, Durham, 
in 1952, in 1954, Passenger 
Agent, Newcastle, and, in 1955, 
Assistant District Passenger 
Superintendent, Newcastle, the 
position he now vacates. During 
the recent war Mr. Johnson 
served in the Royal Armoured 
Corps and the Royal Engineers 
(Tn.). He was commissioned in 
1941 and served in India from 
1942 to 1946, when he was de- 
mobilised with the rank of Lt.- 
Colonel. 


Mr. R. C. Hilton, Staff Assist- 
ant to the Commercial Officer, 
Euston, has been appointed Dis- 
trict Goods Manager (Tempor- 
ary), Birmingham (London Mid- 
land Region & Western Regions). 
Mr. Hilton has recently been 
temporary District Goods Mana- 
ger at Broad Street, London. 
He. began his railway career in 
the Traffic Department of the former 
Great Western Railway at Winchester in 
1924. After gaining experience at Basing- 
stoke he was transferred to the District 
Agent’s Office at Southampton and was 
appointed Chief Clerk when the joint G:W./ 
L.N.E./L.M.S. organisation was introduced 
in 1937. He subsequently held positions 
in the Goods Department at Reading and 
Slough and, in 1947, became Cartage Super- 
intendent at South Lambeth. Later he 
became Leading Railway Service Repre- 
sentative in the London Commercial Service 
and, subsequently, leader of the Western 
Region Commercial Superintendent’s Special 
Staff Investigation Committee. In 1953 he 
was appointed Head of Staff Section, Com- 
mercial Superintendent’s Department, Pad- 
dington, and, in 1956, Staff Assistant to the 
Commercial Manager, London Midland 
Region. During his tenure of office as 
Staff Assistant to Commercial Manager he 
acted as District Goods Manager at Broad 
Street for a period. 








Mr. Charles 


. Barclay 


Assisiant Regional Establishment & - aff Officer, 
Scottish Region, 1954-5 


Mr. Charles W. Barclay, M.Inst.T., 
Assistant Regional Establishment & Staff 
Officer, Scottish Region, British Railways, 
who, as recorded in our October 4 issue, 
retired on September 30, having completed 
almost 454 years of service, joined — 
Caledonian Railway on April 26, 1912, 
the District Superintendent’s Office, Central 
Station, Glasgow. During the 1914-18 war 
he served with the Scottish Horse and the 
Machine Gun Corps from 1915 and, on 
demobilisation in 1919, returned to the 
District Superintendent’s Office. Mr. Bar- 
clay was transferred in 1925 to the Office 
of the General Superintendent, L.M.S.R. 
During the 1939-45 war he commanded 
“C” Company, 7th Battalion (L.M.S.) 
City of Glasgow Home Guard, and retained 
the honorary rank of Major. When the 
Scottish Regional Staff Office was formed on 
January 1, 1948, following nationalisation, 
Mr. Barclay was appointed Assistant to 
the Regional Staff Officer and, in January, 
1954, he became Assistant Regional Estab- 
lishment & Staff Officer. Mr. Barclay was 
Chairman of the Management side of 
Sectional Council No. 1 (Sub-Committee), 
the Railway Workshop Supervisory Staff 
Committee, and the Professional & Tech- 
nical Staff Committee. 


The following appointments have been an- 
nounced by the London Midland Region of 
British Railways :— 

Mr. J. W. Tonge to be Regional Internal 
Relations Officer, L.M. Region. 

Mr. R. W. Crawshaw to be Public Rela- 
tions & Publicity Officer, L.M. Region. 

Mr. H. W. T. Young to be District Opera- 
ting Superintendent, Crewe. 

Mr. R. C. Hilton to be District Goods 
Manager (Temporary) Birmingham, London 
Midland & Western Regions. 


Mr. Anthony V. Wilkin has been elected 
Chairman of the Council of the British 
Internal Combusion Engine Manufacturers’ 
Association for 1957-58. Mr. Leonard P. 
Lee has been elected Vice-Chairman. These 
appointments follow the retirement of Mr. 
Norman McCallum, Chairman since June, 
1955. Mr. Wilkin is General Manager of 
the Diesel Engine Division of the English 
Electric Co. Ltd. and a director of the 
English Electric Export Trading Co. Ltd. 


THE RAILWAY GAZETTE 





The late Mr. G. E. Beynon 


Chief of Police, London Area, Euston, 
B.T.C., 1956-57 


Mr. L. P. Lee is Chairman & Managing 
Director of Coventry Climax Engines 
Limited and Coventry Diesel Engines 
Limited. 


We regret to record the death on October 
14, at the age of 55, of Mr. G. E. Beynon, 
B.E.M., Chief of "Police, London Area, 
Euston, British Transport Commission. 
Mr. Beynon, who was born in Swansea, had 
been a railway police officer for the past 
30 years in London, Birmingham, Man- 
chester, Glasgow, and York before moving 
to Euston, and had passed through every 
rank in the service. Most of his career 
was spent in the investigation of crime. 
He received the British Empire Medal in 
1946 for outstanding work in the prevention 
and detection of crime when he was a 
member of the London Midland & Scottish 
Railway police and was the first officer 
of that force to be decorated. On 23 
occasions he received commendations for 
arrests made, one being for the arrests 
of 103 people within three months for 
stealing in the Manchester area. He was 
appointed Chief of Police, Northern Area, 
in 1954, and Chief of Police, London Area, 
Euston, in 1956. He was a Welsh Rugby 
Football International and a member and 
captain of the famous “* All Whites ’’ Rugby 
Football Club, Swansea. 


Mr. S. Brown has been appointed As- 
sistant District Operating Superintendent, 
Hull, North Eastern Region, British Rail- 
ways. Mr. Brown began his railway service 
in the Middlesbrough District in 1922. In 
1941 he became Assistant Yardmaster at 
Blyth, in 1943, Chief Coal Shipping Fore- 
man, Blyth, in 1944, Staiths Superintendent, 
Hartlepools, in 1948, Yardmaster & Staiths 
Superintendent, Blyth, and, in 1954, Assist- 
ant to the District Operating Superintendent, 
York, the position he now vacates. 


The following have been appointed to the 
board of Turner & Newall Limited: Mr. 
R. M. Bateman, Mr. N. A. Morling, Mr. 
G. S. Sutcliffe, and Mr. J. A. E. Clogg. 
Each of the new directors has lengthy service 
in the Turner & Newall organisation and 
each is operating, and will continue to 
operate, as Chairman of one or more of the 
group’s U.K. subsidiaries. 
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Mr. H. W. T. Young 


Appointed District Operating Superintendent, 
Crewe, L.M. Region 


Mr. H. W. T. Young, Assistant District 

raffic Superintendent, Chester, London 
Midland Region, British Railways, who, 
as recorded in our October 4 issue, has been 
appointed District Operating Superinten- 
dent, Crewe, began his railway career as a 
Passenger & Goods Clerk on the former 
L.M.S. at Govilon, South Wales, in 1923. 
After experience in the District Traffic 
Superintendent’s Office at Abergavenny 
and in the Control Office, Carnforth/Lan- 
caster, Mr. Young was appointed District 
Signalmen’s Inspector, Westhouse, in 1933. 
Appointment as Yardmaster, Hasland, fol- 
lowed in 1936, and as District Inspector, 
Skipton, in 1937. In 1938 he was selected 
to attend the inaugural course at the School 
of Transport, Derby, and is a member of the 
“First Fifty,” a group formed by the 
students on this opening course. In 1940 
Mr. Young became Assistant Stationmaster, 
Heysham Harbour, in 1941, Assistant Dis- 
trict Controller, Birmingham (Saltley), in 
1945, Yardmaster, Leeds, in 1948, Assistant 
to the District Operating Manager, Rugby, 
and, a year later, Assistant to the District 
Operating Superintendent, Crewe. Mr. 
Young was appointed Assistant District 
Traffic Superintendent, Chester, in 1955. 


We regret to record the death on October 
10, at the age of 80, of Mr. William Phillips, 
ACGL, M.L.E.E., who, at the time of 
his death, was still in active service as a 
Consultant to Elliott Brothers (London) 
Ltd., which company he had joined in 1896. 
Mr. Phillips was educated at Berkhamsted 
Grammar School and the Central Technical 
College where he obtained the diploma 
A.C.G.I. He was also a City & Guilds 
Silver Medallist (Electric Light & Power). 
After a short period with Veritys Limited, he 
joined Elliott Brothers (London) Ltd. and 
later became Chief Electrical Engineer. 
During his 61 years of service with the 
company he was a member of a number of 


electrical engineering committees including . 


eight E.R.A. and 22 B.S.I. committees. He 
was a past Chairman of the Committee for 
Hard Fibre & Insulating Boards & Tubes, 
a member and past Chairman of B.E.A.M.A. 
committees for Electrical Instruments & 
Transformers, Chairman of the Meter 
Section of the Institute of Electrical Engi- 
neering, 1941-42, and Founder Member of 
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the Society of Instrument Technology. 
Since 1945, Mr. Phillips was President of 
the Elliott Long Service Association. The 
funcral took place on October 16. 


The following members and associates of 
the North Eastern Region Ambulance 
Cenire of British Railways were recently 
honoured in recognition of their work for 
the movement. They have received their 
insignia from the Lord Prior of the Order of 
St. John, Lord Wakehurst, at an Investiture 
which was held in the Grocers’ Hall, Princes 
Street, London, E.C.2, at 3.0 p.m. on 
October 15. 


Serving Sister of the Order of St. John 
Mrs. H. A. Short (wife of the General 
Manager, North Eastern Region). 


Serving Brother promoted to Officer Brother 
of the Order of St. John 
Mr. C. Cooper (retired Regional Estab- 
lishment & Staff Officer, North Eastern 
Region). 


Serving Brother of the Order of St. John 

Mr. A. Hutchinson, Carriage & Wagon 
Department, York. 

Mr. G. H. Parker, Carriage & Wagon 
Department, York. 

Mr. S. E. Smith, Chief Civil Engineer’s 
Department, Gateshead. 

Mr. H. F. McIntosh, Operating Depart- 
ment, Newcastle. 

Mr. C. E. Purvis (retired), Motive Power 
Department, Tyne Dock. 

Dr. J. McKee of Tyne Dock (not a Rail- 
wayman). 

Mr. F. Wade, Chief Civil 
Department, Darlington. 

Mr. M. Barnes, Operating Department, 
Darlington. 

Mr. J. E. Hill, Motive Power Department, 
Normanton. 

Mr. W. Jarrold, British Transport Com- 
mission Docks, Hull. 

Mr. W. E. Johnson, British Transport 
Commission Docks, Hull. 


Engineer’s 


Mr. B. E. Murchison, Supplies Officer, 
British Road Services, is retiring on October 
24 after 47 years of association with stores 
and supply aspects of public transport. 
Mr. Murchison joined the service of the 
London General Omnibus Company in 
1910. For 30 years he was engaged with 
that company, the L.P.T.B., and the London 
Transport Executive on all aspects of stores 
procedure, covering buses, trams, trolley- 
buses and railways. He was appointed 
Senior Assistant (Stores) at the Head- 
quarters of British Road Services in October, 
1949, became Stores Officer in 1952, and 
Supplies Officer on January 1, 1956. Tribute 
to Mr. Murchison’s long and distinguished 
career, and especially to his invaluable work 
in connection with the stores and supply 
organisation of British Road Services, was 
paid at a recent gathering at B.T.C. Head- 
quarters. The Chairman of the Board of 
Management, Major-General G. N. Russell, 
supported by other members of the Board, 
Heads of Departments, and Divisional 
Managers, presented Mr. Murchison with 
a gold wristlet watch, the long-service gift 
awarded by B.R.S., and a lawn mower 
subscribed for by senior B.R.S. colleagues. 


Mr. H. A. Herzogenrath has been ap- 
pointed Sales Representative of Wolf 
Electric Tools Limited to develop sales 
potential for the company on the Dutch 
market. 


The Consolidated Pneumatic Tool Co. 
Ltd. announces the appointment of Mr. 
G. M. Keightley as Manager, British Sales 
Division, with Mr. R. E. Bayliss as Assistant 
Manager. 
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Mr. T. E. Peppercorn, Director of Over- 
seas Sales, Dunlop Rubber Co. Ltd., has 
joined the board of the company. 


A team of five from Vickers Limited is 
leaving for Peking on October 13 to inves- 
tigate the possibility of marketing some of 
the commercial products of the Vickers 
Group in China. The team consists of 
Messrs. Robert Wonfor, R. A. Powell, 
H. R. Impey, G. Moray Stephenson, and 
J. H. Spurr. 


In our last week’s issue we described 
Lt.-Colonel C. P. Dawnay as Chairman of 
the Gloucester Railway Carriage & Wagon 
Co. Ltd. Colonel Dawnay relinquished 
the Chairmanship on July 1 this year, while 
retaining his directorship. He was _ suc- 
ceeded on that date by General Sir William D. 
Morgan. 


Mr. H. G. Higginson has been appointed 
General Sales Manager of Birflo Controls, 
which is part of the Birfield group. 


Mr. A. E. Akerman has been appointed 
Sales Director of Harold Andrews Sheep- 
bridge Limited. Mr. B. C. Goodwin remains 
Sales Manager. Mr. J. J. Carroll has joined 
Sheepbridge Stokes Limited as Manager 
of Single Cast Ring Foundry Limited. 
Both companies are subsidiaries of Sheep- 
bridge Engineering Limited. 


Mr. C. F. Pagnamenta has been appointed 
Chief Accountant of the Guest Keen Iron & 
Steel Co. Ltd. and of its subsidiaries. 


Sir Frank Whittle, an Honorary Member 
of the Institution of Mechanical Engineers, 
will receive the John Scott Award during 
the General Meeting to be held today, 
October 18. Various other awards and 
prizes will be presented by the President of 
the Institution, Sir George Nelson, who will 
also deliver his Presidential Address. 


Mr. J. O. de M. Hopper, Overseas Repre- 
sentative of Expandite Limited, is leaving 
for a tour of the company’s distributors in 
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Spain, Portugal, French North and West 
Africa, Ghana, Nigeria, Gibralter and 
Azores He will also inspect contracts on 
which the company’s materials have been 
used. 


Mr. H. H. Wheeler has resigned from the 
board of Associated British Engineering 
Limited. 


Mr. C. Harvey Bradley has been elected 
a director of the Illinois Central Railroad, 
He will fill the vacancy created by the 
resignation, due to ill health, of Mr. Thomas 
E. Wilson. Mr. Bradley is Chairman of the 
Warehouse Advisory Board of the Jones & 
Laughlin Steel Corporation and a director 
of that company. 


Mr. P. H. W. Everitt, Works Manager, 
and Mr. A. J. Haselfoot, Chief Design 
Engineer, have been appointed to the board 
of Fuller Electric Limited. Mr. D. N. Dow 
has been appointed Secretary. Mr. L. 
Berry succeeds Mr. Dow as Secretary of 
Mirrlees Bickerton & Day Limited. Both 
companies are subsidiaries of the Brush 
Group. 


BI.C.E.R.A. 

At the Annual General Meeting of the 
British Internal Combustion Engine Research 
Association Viscount Falmouth was _ re- 
elected President of the Association. Sir 
Harold Roxbee Cox and Professor O. A. 
Saunders were re-elected as Vice-Presidents. 
Vice-Admiral N. E. Dalton (Engineer-in- 
Chief of the Fleet), Mr. H. N. Pemberton 
(Chief Engineer Surveyor, Lloyd’s Register 
of Shipping) and Brigadier S. A. Stewart 
(Director, Royal Engineer Equipment, Minis- 
try of Supply) were also elected as Vice- 
Presidents. 

Mr. B. D. Giordan and Mr. C. G. Tangye 
were elected to the Council in succession 
to Mr. J. Calderwood and Mr. 
Hopkins. 

Mr. A. C. Yeates has succeeded Mr. 
G. W. Bone as Chairman of Council, and 
Mr. Giordan has been elected Vice-Chair- 


man. 





Major-General G. N. Russell, Chairman, Board of Management, B.R.S., presents 


Mr. B. E. Murchison with a gold watch (see accompanying paragraph) 
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NEW EQUIPMENT AND PROCESSES 


Welding Fume Exhaust Unit 


DESIGNE D to improve operators’ vision 

and safeguard health, the Tornado 
four-way fume exhaust unit is of applica- 
tion to welding operations in repair shops 
and so on. The unit operates from one to 
four welding positions and exhausts well 
away from the operators. 


The electrically-operated unit, which is 
portable, can be used between welding 
Positions up to 60 ft. apart, and is par- 


ticularly suitable for use in enclosed spaces. 
The 


fan unit measures some 23 in. x 
21 in. and is 21 in. high. The fan and 
motor are accommodated on a steel tube 
sledge-mounting which facilitates move- 
ment over almost any floor surface, the 
runners being designed to pass easily over 
cables or other small obstructions. The 
fan incorporates a 1-h.p. motor which is 
available wound for standard 50 or 
60 cycles, a.c., or normal d.c. supplies, 
One to four 3-in. dia. exhaust hoses 
each up to 30 ft. in 10 ft. lengths may be 
attached to the four-way connection on 
the inlet of the fan. Each spigot on this 


connection is fitted with a blanking-off cap 
so that when less than four hoses are 
needed, suction is proportionally increased 
through the remaining hoses. 

The remote end of each exhaust hose is 
fitted with a 10 in. x 2 in. fishtail hood, 
the length of the hood mouth permitting 
effective exhaust over a welding length of 
18 in. Six inches is stated to be the best 
distance between the weld and hood. Each 
hood has a lifting handle and, if required, 
an exclusive magnetic device which holds 
the hood firmly to ferrous metals in a con- 


venient position. Protection from fumes 
is thus afforded whether the operator is 
welding at floor level or on vertical sur- 
faces. 





The fan outlet terminates in a 6-in. dia. 
spigot permitting the fixing of a light, 
flexible discharge hose arranged in 10-ft. 
lengths to suit site conditions. 

Further details of the equipment can be 
obtained from the manufacturer, Keith 
Blackman Limited, Mill Mead Road, 
London, E.17. 


Motor-Generator Welding Set 


THE MGB 400 motor-generator welding 
set, claimed to be of light yet robust 
construction, has been developed. It is 
suitable for railway engineering applica- 
tions, for example, the welding of points. 
Principal dimensions of the MGB 400 
include a maximum current of 400 A., a 





maximum continuous current of 300 A., 
and a continuous test current of 210 A. 
Minimum and maximum open circuits are 
55 and 95 V. respectively; weight without 
undergear is 9} cwt., weight with under- 
gear, 10 cwt. Overall dimensions without 
undergear are 3 ft. 44 in., by 1 ft. 7 in, 
by 2 ft. 11 in.; with undergear, 3 ft. 64 in. 
by 2 ft. 14 in. by 3 ft. 6 in. 

The set complies with the requirements 
of B.S.638: 1954, and a feature of its per- 
formance is stated to be a rapid voltage 
recovery. Separate excitation by means 
of a transformer and metal rectifier is 
used and this system requires little main- 
tenance. A form of brushgear is used 
which allows very rapid adjustment to 
spring tension and brush withdrawal. The 
large brush area ensures sparkless com- 
mutation on all loads. 

The rotor of the motor and the generator 
armature are mounted on the same shaft, 
which is supported at each end by a large 
ball race. The end-shields are of light, 
robust Fibreglass, and are easily remov- 
able to allow access to the generator 
brushgear and motor. Starting is by an 
automatic star-delta starter. When the 
operator pushes a button, the remainder 
of the starting operation takes place auto- 
matically. A system of current and open 
circuit voltage regulation is also used, 
which ensures that the current selector 
switch cannot be left at mid-point between 
any two of its correct positions. 

The set is provided with facilities for 
single-point lifting, and among_ the 
optional extras which can be supplied are 
an ammeter and voltmeter and a steerable 
four-wheeled undergear. 

Further details may be obtained from 
the manufacturer, Quasi-Arc Limited, 
Bilston, Staffs. 


Roof and Wall Sealing 
Material 


BARNSEAL is the trade name of a bitu- 

minous plastic waterproofing com- 
pound which has been developed to protect 
roofs and walls of large buildings. It is 
stated to be a heavy-duty material posses- 
sing properties which not only give pro- 
tection against damp, continuous rain, 
snow, and corrosion, but make it also a 
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good sealer for cracks, splits, and perfora- 
tions. 

The compound forms a tough, elastic 
film, which is flexible enough to take up 
any expansion and contraction caused by 
variable climatic conditions. It can be 
used on corrugated iron, concrete, stone, 
asbestos, brick, and similar building 
materials. When applied to corrugated iron 
it prevents rust or will extend the life of 
old and rusted metal and on stonework and 
sO on prevents water seepage, and general 
deterioration of the surface, at the same 
time acting as a seal for deep cracks and 
perforations. 

The material can be applied directly to 
a damp or dry surface with a soft brush. 
A priming coat brushed out thinly to give 
a continuous coat, with a further heavy 
coat, is stated to give the best results. 

Barnseal is supplied in 1-gal. or 5-gal 
drums and is available in two colours, 
black and red. It is manufactured by 
British Bitumen Emulsions Limited, Dun- 
dee Road, Trading Estate, Slough, Bucks 


Rail Spike Extractor 


T HE G.1863 Rail Spike Extractor has 

been designed to expedite the with- 
drawal of the elastic spikes used with flat 
bottom rails, whether laid with or with- 
out baseplates. 

Previously, it is stated, spike extractors 
have relied on an upward force under the 
loop of the spike, resulting in the spike 
shank bearing heavily against the side of 


Upward 
Force 
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the hole in its baseplate. With recently- 
laid track, although this does not prevent 
extraction, it certainly greatly increases 
the effort necessary. Where the track has 
been laid for some time and movement 
of the baseplate has worn a waist in each 
spike, extraction by present day methods 
may prove very difficult. 

By the use of a special design of spike 
claw the G.1863 extractor overcomes dif- 
ficulties, by providing a powerful upward 
pull acting directly in line with the spike 
shank; the operator’s effort being directed 
towards overcoming the friction between 
spike and sleeper. The diagram shows an 
elevation of the claw when engaged in a 
spike, and also the ball jointed link through 
which the upward force is applied. 

To operate the device, the claw is 
engaged in a spike as shown in the dia- 
gram, the lever rested on the rail, and 
the handle pressed down. The upward 
force on the claw draws the spike firmly 
and directly from the sleeper. With long 
spikes, where a second purchase may be 
necessary before complete withdrawal, it 
is only necessary to move the top end of 
the link to its upper position in the “J” 
slot, when a further long pull is available. 

The extractor, the appearance of which 
may be seen in the accompanying illustra- 
tion, is well constructed and all compo- 


THE RAILWAY GAZETTE 





nents are permanently assembled to form 
one unit. Total weight is 16 lb., allowing 
it to be readily carried in one hand with 
the handle held at the point of balance. 

Further details will be supplied by the 
manufacturer, G. D. Peters & Co. Ltd., 
Windsor Works, Slough, Bucks. 


Accurate Hole Spacing 


HE Holemaster enables jig and fixture 
plates, die blocks and so on, to be 
drilled without marking out or even centre 
popping. Devices such as_ toolmakers 
buttons, guide circles and squares, and 
micrometers, are not needed. Holes in- 
line or at an angle can be drilled to hole 
centre limits of accuracy dependent only 
on the means employed in setting, for 
example, slip gauges, vernier, or micro- 
meter. 

The device consists of longitudinally 
slotted hardened and ground steel para- 
llels provided with a hole at each end in 
line with the slot. Specially designed drill 
guide bushes are made a sliding fit in the 
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slots and may be locked in any position 
therein, similar bushes are provided for 
insertion in the end holes. Semi-circular 
and circular steadies with slots are used to 
attach the ends of the parallels, allowing 
them to be adjusted to any desired angular 
relationship; any assembly can be rigidly 
locked together. Its working capacity is 
unlimited and the instrument may be built 
up to suit requirements. 

The Holemaster can be used for spacing 
holes on a circle, drilling holes in line, at 
angular dimensions from any point, or on 
a circle, precision measurement and in- 
spection, measurement of angles and 
other toolroom and inspection operations. 

For all practical purposes the Hole- 
master is stated to have unlimited capacity. 
It is available in three sets. Set No. 1 
includes one parallel with a fixed pivot 
drill guide bush, and an adjustable sliding 
drill guide bush; Set No. 2 includes two 
parallels with two fixed pivot drill guide 
bushes, and two adjustable sliding drill 
guide bushes, Set No. 3 is a universal 
circle spacing outfit with three parallels. 

The price of the sets are £5 15s., £13 
10s. and £17 10s. respectively. Full details 
may be obtained from the manufacturer, 
Euco Tools Limited, 44, London Road, 
Kingston, Surrey. 








STAFF AMENITIES AT CARLISLE UPPERBY 
LocomMoTivE DrEpot.—A meeting room, a 
clothes drying room, two mess rooms and 
a snack service bar are among features of 
a new staff amenities building at Carlisle 
Upperby Locomotive Depot, London Mid- 
land Region, opened last week by Mr. S. T. 
Clayton, Regional Motive Power Super- 
intendent. The new building is at the 
north of the new roundhouse. It has only 
one storey, with a flat roof and a large 
window area; it is joined to the round- 
house by a lobby so that enginemen 
coming from the shed may pass direct 
from the lobby to the central corridor 
which runs the whole length of the 
amenities building. The meeting room is 
available for use for ambulance lectures, 
mutual improvement classes, and other 
meetings. The building is centrally heated 
through an oil-fired boiler in a_ boiler 
house adjacent to, but not connected with, 
the amenities building. 
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Ministry of Transport Accident Report 


Near Leicester Central, February 19, 1957 3 
British Railways, London Midland Region 


Colonel W. P. Reed, Inspecting Officer 
of Railways, Ministry of Transport & 
Civil Aviation, inquired into the accident 
which occurred at about 7.34 a.m., during 
heavy snow, on February 19, 1957, near 
Leicester Central Station, when the 6.20 
a.m. up passenger train Nottingham to 
Marylebone, consisting of nine corridor 
coaches drawn by a class “B.1” 4-6-0 
engine, No. 61269, passed the outer home 
signal at clear at about 30 m.p.h., although 
travelling under a warning that the block 
communication was interrupted, and col- 
lided with a freight train consisting of 17 
wagons and van drawn by a “ V.2 ” engine, 
which was moving slowly at a short distance 
ahead. The signal had not yet been replaced 
because the signalman could not see that 
the train had passed it. The driver must 
have assumed that the signal was meant 
for him, although the rules expressly 
warned him against doing so. One pas- 
senger only was slightly injured. Both 
lines were blocked; the down was cleared 
at 11 a.m. and normal working resumed 
in the evening. Part of the former Great 
Central Railway, the line is now in the 
London Midland Region but included in 
the Eastern Region Operating Area. 

There are signalboxes at each end of 
the station, where the ordinary double 
line, provided with an island platform, is 
supplemented by three additional up and 
two down lines. Permissive working is 
authorised between these boxes, about 
600 yd. apart. The up inner home signals 
are close to the north box, with outer 
home 530 yd. in rear and inner distants 
at 500 yd. beyond; 840 yd. farther is an 
outer distant. The line falls generally 
from Belgrave & Birstall, some two 
miles away, but rises at 1 in 176 for the 
last quarter mile to the north box, 
approached over a viaduct with right- 
hand curve, the construction of which 
tends to curtail view of the line from the 
box and of the signals from an approach- 
ing train. There is an intermediate box at 
Abbey Lane sidings, switched out at the 
time of the accident. 


Rules and Regulations 

The report gives the relevant clauses of 
Block Telegraph Regulation No. 25 and 
Rules 38, 56 and 127, which cover failures 
of bell and gong communication and block 
telegraph, either separately or together, 
and detail the warning to be given to 
trainmen and certain actions to be taken 
by the guard to protect a train under 
certain circumstances, or by the signal- 
man to bring it within the protection of his 
signals; they also contain the warning, 
already referred to above, about regarding 
the finding of a signal at clear, which must 
not be taken as indicating necessarily that 
the line ahead is in fact clear. The general 
effect of these rules is to ensure careful 
driving at caution when there is any 
interruption in the means of signalling 
designed to preserve the space interval. 


Course of Events and Evidence 

The fall of snow had stopped communi- 
cation between signalboxes at a number 
of places between Nottingham and 
Leicester and at 5.18 the block and 
telephone wires became broken between 
Belgrave & Birstall and the north box at 
Leicester, but thence to the south box 
communication remained normal. Several 
up freight trains had been sent through 


the section under caution and at 6.55 the 
one’ which was overtaken later by the 
passenger train. All were stopped at the 
box and warned to proceed under the 
time interval system. The starting signal 
could not be cleared for them because of 
the interlocking block control. At 7.28 
the passenger train stopped at Belgrave & 
Birstall and the signalman, in accordance 
with instructions from the stationmaster, 
told a porter to advise driver and guard 
of the circumstances; the object of this 
was to avoid stopping the train again at 
the box. The signalman was satisfied that 
the porter understood the instructions. 

The train left about 7.30 and snow was 
driving the whole time. The porter con- 
firmed receiving the instructions but be- 
lieved, however, that when he warred the 
trainmen he might have omitted to say 
that they were to proceed under time 
interval. He was sure he said they were 
to pass the starting signal at danger and 
emphasised that they must proceed with 
caution. Obviously honest and _ con- 
scientious, he had walked four miles 
through the snow and arrived early for 
work. 

The freight train immediately ahead had 
arrived behind the preceding one while 
the latter was standing at the Leicester 
outer home, at about 7.3. It was quite 
clear that it and the two trains before it 
had been properly warned and its own 
guard, who said he received the instruc- 
tions clearly, duly went back and placed a 
detonator in accordance with the rules 
about 50 yd. outside the inner distants; 
his driver saw him returning. Their train 
moved forward to the outer home after 
the one in front had gone and again when 
it was cleared. When the rear was about 
150 yd. past the signal the fireman saw the 
passenger train coming: fortunately the 
guard also did so and was able to jump 
out. 

The passenger train driver said the 
porter shouted something as he came to- 
wards the engine and he had him called 
to the footplate to repeat the instructions. 
The porter, he maintained, said there was 
a block failure and that they were to pass 
the starting signal at danger and travel at 
caution to Leicester but not that there was 
a total failure and they were to proceed 
under a time interval. He saw all distant 
signals at about 200 yd. and checked the 
train partially; he had closed the regu- 
lator some time earlier. The fireman, 
who could see the outer home before him 
owing to curvature, told him it was off, 
so he did not apply the brake again. He 
thought his speed was about 20 m.p.h. He 
then saw the signal himself and when they 
were passing it the fireman saw the brake- 
van ahead and shouted. The full brake 
application had taken effect before the 
collision. The driver insisted that he had 
not been misled by the signal and had not 
assumed the line ahead to be clear, but he 
could have stopped had it been at danger. 
He heard no detonator and told the 
guard of the train ahead, who asked him 
about that a short time after the accident. 
(The distance from where the guard said 
he placed it to the point of collision is 
about 750 yd.; later the guard found an 
explosion mark on the rail, but this was 
not verified independently.) 

The passenger train fireman was quite 
clear that the porter told them there was 
a block failure and they were to proceed 


at caution after passing the starting signal 
at danger, also that speed was much less 
than normal. He saw all signals up to 
the inner distants, but heard no detonatoi 
and sighted the outer home “ off” and 
put on the injector; then he noticed the 
brakevan. After the collision, action was 
taken to protect both lines and conduct 
passengers to the station. 

The signalman at Leicester North box, 
on duty during the night, had had to 
remain until his relief arrived 14 hr. late 
at 7.15, but the man at the South box had 
taken over punctually at 6 a.m., and had 
at once sent “ obstruction danger” as a 
derailed light engine had blocked the 
connection from the up lines there. A 
freight train arrived at the north box inner 
home at 6.15, but after conversation be- 
tween the boxes it was decided not to let it 
go forward on one of the up lines. It 
was not signalled forward promptly when 
the obstruction was cleared at 7.6 for in- 
sufficient reasons. (Another freight train 
then arrived at the outer home at 6.55 and 
remained until 7.23, during which time a 
third arrived behind it in turn.) The 
signalmen said they thought the goods 
lines should be left clear for possible use 
by breakdown vans and the loops might 
have been too short to take the train. 
There was a doubt whether any of the 
points would work in the snow, although 
they were not tried. The signalman from 
the earlier shift at the north box had not 
asked for snow duty men or flagmen; he 
knew none would be available for his end 
of the yard. He had no means of com- 
municating with the box in rear and did 
not know what trains were in section. 

The south box signalman waited after 
the re-railing of the engine until 7.17, to 
hear what was to be done with it, before 
accepting the freight train for which the 
inner home at north box was cleared by 
the man who arrived late. This man also 
cleared 5 min. later the outer home for 
the train standing there, although he 
could—and should—have done so earlier, 
as soon as the one ahead of it passed the 
box. He also could have operated the 
signal some minutes earlier than he did, 
as certain facts made plain, for the train 
which was run into; had he done so the 
cuter home might have been restored be- 
fore the passenger train reached it. 


Inspecting Officer’s Conclusion 

Colonel Reed is satisfied that the driver 
of the colliding train was adequately 
warned, but accepts his statement that the 
porter did not tell him that time interval 
working was in force. He should have 
been told, as this affected the protecting 
action required of his fireman should they 
be stopped outside the home signal. He 
was told, however, that there was a block 
failure, that he was to pass the starting 
signal at danger and be prepared to stop 
short of any obstruction. The circum- 
stances of the collision suggest that his 
speed must have been at least 30 m.p.h. 
before braking, confirmed by the time 
taken in running from Belgrave & Birstall. 
Visibility, from all accounts varied from 
about 100 to 250 yd. and Colonel Reed 
considers the speed excessive. The 
guard’s statement about placing the 
detonator is accepted; such would serve 
to warn an approaching driver of the 
presence of the train, who should in any 
case be exercising special vigilance and 
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It cannot be lifted before the 
train moves forward and its message is 
therefore ambiguous but is of some ser- 


caution. 


vice. Its noise may have been blanketed 
by the snow. 

Colonel Reed has no doubt that the 
driver allowed himself to be misled into 
thinking the line to be clear beyond the 
outer home, although he denied it. Had 
that been at danger he would have applied 
the brake earlier and stopped short of the 
train ahead, although he would have 
overrun the signal. Primary responsibility 
resis on him but the two signalmen con- 
cerned at Leicester cannot escape criti- 
cism. Had they shown more initiative 
and made sustained effort to carry out 
regulations about bringing trains within 
the home signal the immediate conditions 
under which the accident occurred might 
not have arisen. 


Remarks 
The system of operation when block 
and telephone communication is inter- 
rupted has stood the test of time well and 
the few accidents that have occurred have 


in general been caused by insufficient 
caution and excessive speed, combined 
with some unforeseen circumstance. In 


the collision near Hatfield in 1939 four 
passenger trains extended back an un- 
expected distance outside the home signal. 
At Alloa Junction in 1951 a distant signal 
had failed in the clear position and the 
outer home was at clear when seen by 
the fireman. This undoubtedly contri- 
buted to the accident, although the rule is 
plain that a driver must not assume when 
running under a block failure that a clear 
signal is an indication that the line is 
clear for his train. Long habit in the 
observance of signals may well lull a 
driver into a false sense of security for a 
few moments when he sees the first stop 
signal at the end of the section at clear 
with no obstruction in view ahead. 

It would be possible in a number of 
ways to reduce the chance of a stop 
signal being in the clear position in such 
circumstances but each method gives rise 
to difficulties in other directions. It must 
be recognised that train operating when 
there is a block failure is inherently less 
safe than normal working and that un- 
remitting vigilance by enginemen is vital 
when running at caution. The rarity of 
accidents on these occasions shows that 
drivers in general are fully alive to their 
resvonsibilities in this respect. 

Total failure of communication occurs 
very infrequently, and anv change in the 
normal carrying of the wires on poles is 
not justified. Cabling is. however, being 
substituted in maior re-signalling schemes 
and where electrification is being carried 
out and the chance of storm damage will 
diminish as the electrification programme 
is extended. 





CLOSING OF SANDAL STATION.—The North 
Eastern Region has announced that from 
November 4 the passenger station at Sandal 
will be closed and the goods station con- 
verted to an _ unstaffed freight siding. 
Approval for this measure has been given 
by the Transport Users’ Consultative Com- 
mittee for the Yorkshire area. The 
nearest station is Wakefield Kirkgate, one 
mile away. Bus services operate in the 
area. There will be no alteration in the 
delivery arrangements for parcels and 
freight smalls traffic. Full loads of freight 
traffic requiring collection or delivery will 
be dealt with at Wakefield Kirkgate. while 
other fuli load traffic will be dealt with 
at the public delivery siding. 
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Westinghouse Rectifier Exhibition 


New types with railway applications 


A private exhibition, arranged to show 
the company’s latest developments of 
metal rectifiers, including the two recent 
types which are based on germanium and 
silicon, has been arranged by the Westing- 
house Brake & Signal Co. Ltd. at its 
Chippenham Works. Members of the 
technical Press were invited on October 9 
to inspect the display, which includes ex- 
amples of recent production for various 
engineering fields. 

When first introduced in the late 1920s, 
the metal rectifier, of the copper oxide 
type, proved a valuable instrument and 
in time was widely applied in electrical 
engineering. Whilst this was suitable for 
electronic and small power applications, it 
proved bulky for large power supplies. In 
the late 1930s a rectifier of the selenium 
type, known as Westalite, was introduced 
by the company. This type was more 
compact, efficient and economic for the 
larger installations and equipments up to 
several MW. of output have been con- 
structed. 

The demand for higher outputs has, 
however, led to further research and over 
recent years two other rectifiers, based on 
germanium and silicon, have been devel- 
oped. These types are even more com- 
pact, efficient, and economic, and will 


permit a.c./d.c. conversion equipment of 
any magnitude to be built. 

The semi-conductor types, germanium 
and silicon, for a given output are more 
compact than selenium, which in turn is 
smaller than copper oxide. This is in part 
due to the low forward resistance per unit 
area of rectifiers, and in part due to the 
high voltages which these rectifiers with- 
stand in the reverse direction. Silicon 
will withstand an even higher voltage than 
germanium and will also operate at 
higher temperatures. The forward resis- 
tance of germanium is, however, lower 
than that of silicon. 


Size Reduction 


The increased capacity of the recently 
developed types of rectifier compared with 
those obtained previously is shown clearly 
by one of the exhibits, of a silicon type, 
fan-cooled industrial rectifier rated at 
460 V., 600 kW., which has approximately 
10 times the capacity of a previous 
selenium-based design, the rectifier com- 
ponents having been built into a standard 
existing frame. 

The silicon-based rectifier with capaci- 
ties above 110°V. and a normal maximum 
operating temperature of 170°C., is suit- 
able for rail traction applications not only 








Arrival of New E.A.R. & H. General Manager 





Mr. J. R. Farquharson at Eastleigh Airport, Nairobi, on his arrival last week to 


assume his duties as General Manager, East African Railways & Harbours. 


He was 


greeted by Major-General W. D. A. Williams (right), Commissioner for Transport, 
and by Mr. W. Urquhart, Deputy General Manager, E.A.R. & H. 
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for new units, but for example, for con- 
version of existing d.c. stock to high a.c. 
line supplies. Sub-station equipment is 
another application. Future train-borne 
silicon rectifiers for heavy traction uses 
are likely to be contact cooled, as already 
used for ancillary power ranges, although 
this is at present in the design stage. A 
further application of the silicon rectifier 


is for incorporation in battery charging 
units for diesel-electric shunting loco- 
motives. 

Other equipment on show included an 
8 + 8-kW. selenium rectifier for com- 
pressor and charger supplies on the 
Chelmsford multiple-unit electric stock, 


and a model demonstrating a special start- 
ing arrangement where a d.c. motor oper: 
ates from a.c. supplies via a rectifier, to 


provide stepless motor acceleration. The 
series motor which represents the traction 
motor is connected via the rectifier to a 
step-down transformer and a box contain- 


ing components which provide statically 
the equivalent of the usual acceleration 
Starter through an on-off contactor to an 
a.c. supply. The principle of operation of 
this equipment is in the design study stage 
and its full-scale use is being investigated. 

A film covering the manufacture of 
metal rectifiers was also seen. 


T.I. Group Factory Opened 
at Dudley 


The opening ceremony of the new works 
of Old Park Engineering Co. Ltd. at 
Dudley was performed by Dr. T. U. 
Matthew, the Chairman, last week. This 
manufacturing subsidiary of the Tube 
Investments group was originally con- 
cerned with the plant services of Round 


Oak Steel Works Limited, but the new 
factory will enable it to meet commercial 
demands for light and heavy welded 


fabrications on a one-off or quantity basis 


and also to supply the requirements of 
the group for internal steelwork and 
repairs. 

There is a covered floor area of 86,000 


sq. ft. in two bays, each with a length of 
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440 ft. The design is such that at some 
future date similar bays on both sides of 
the existing building can be roofed. 
Rolled plate and sections are transported 
by rail direct from the Round Oak Steel 
Works a mile away, the considerable plate 
stock being stored at the side of the con- 
structional bay. 

At one end of the fabrication bay is a 
loft for the layout of full-size patterns 
and templets. Under the loft is a series 
of welding booths and a roller-track 
assembly line. Examples of components 
in production by machine flame cutting, 
include a variety of die bolsters, machine 
base plates, and diesel engine crankcases. 








Ninth Pan American Railway 
Congress 


The ninth Pan American Railway Con- 
gress was held in Buenos Ayres from 
August 30 to September 13, concurrently 
with an industrial exhibition which was 
organised in connection with the congress 
and to celebrate the centenary of the 
Argentine Railways. 

The British delegation consisted of Mr. 
R. Haven-Dyke of the British Embassy 
in Buenos Ayres and two industrial ad- 
visors; Mr. S. Purdom, the Vulcan 
Foundry Limited, correspondent in Sao 
Paulo, who was nominated by the Loco- 
motive & Allied Manufacturers’ Associa- 
tion, and Mr. E. J. Wilson, Manager, Rail 
Cars Division, Metropolitan-Cammell 
Carriage & Wagon Co. Ltd., who was 
nominated by the Railway Carriage & 
Wagon Building Association. Both Mr. 
Purdom and Mr. Wilson have held senior 
appointments with the Argentine Railways. 

The opening ceremony took place in the 
Great Hall of the Faculty of Law of 
Buenos Ayres University and was attended 
by General Aramburu, President of the 
Argentine Republic, who gave a short 
address. Among those who attended were 
the Vice-President, Vice-Admiral Rojas; 
the Minister of Transport, Admiral Sadi 
Bonnet; and Ing. Dante Ardigo, General 





View from the pattern loft end of the structural bay, showing the good natural 
lighting obtained from wall and roof lights ; prefabricated structures are assembled 
at the lower end 





October 18, 195% 


Manager of the Argentine State Railways 
and President of the congress. 

The papers which were submitted to the 
congress covered every aspect of Railway 
operation, equipment, rehabilitation and 
modernisation and included two British 
papers which were accepted for publica- 
tion, one entitled “Tonnage Rating of 
Diesel Power,” by Mr. J. Campbell of 
North British Locomotive Co. Ltd., and 
the other entitled “The Relationship of 
Railways and Civil Air Services,” by Mr. 

E. R. Sherington, Director of Research 
Information Division, British Transport 
Commission. 

From the immediate viewpoint of the 
British locomotive, carriage, and wagon 
building industries, the salient features 
which emerged from the congress were: 
(a) the increasing trend towards conversion 
to diesel traction and electrification of the 
railways of Latin America with the accom- 
panying modernisation of the rolling stock 
generally; (b) the simultaneous need, par- 
ticularly in the Argentine, for considerable 
quantities of steam locomotive spare parts 
so that the great quantities of existing 
steam locomotives can be made opera- 
tional to perform this vital function 
during the period of modernisation; and 
(c) the over-riding, importance of the pro- 
vision of export credit finance in the Latin 
American market generally. 

The British delegation were impressed 
by the tremendous railway development 
that is taking place and being projected in 
the countries of South and Central 
America and gratified by the considerable 
regard which still exists in these markets 
for the quality of British locomotives and 
rolling stock which are at present in opera- 
tion in various congress member- 
countries. 








Closing of Bauchi Light 
Railway, Nigeria 


The last passenger train on the Bauchi 
Light Railway from Jos to Zaria, Northern 
Nigeria, ran on September 30, ending a 
35-year service. The first train on this 
line ran from Zaria to Rahama on April 1, 
1912, after various attempts to reach the 
rich tin mines on the Plateau. The line 
reached Jengre in July 1913, and Jos on 
July 6, 1914, and for over 13 years this 
railway was the sole link with the mines 
area. It was of 2-ft. 6-in. gauge, laid over 
a distance of 135 miles. 

The Prime Minister of the Federation of 
Nigeria, Alhaji Abubakar Tafawa Balewa, 
was among the passengers who travelled 
from Jos to Rahama. 

During the working life of the Bauchi 
Light Railway, 117,841 tons of agricultural 
products were transported with a revenue 
of £72,497. The last engine to run on 
the line, B56, is to be preserved. 

The line reached its most prosperous 
period in 1926, when it handled 153,000 
tons of goods with a revenue turnover of 
£131,000. Since then it slowly declined and 
the discovery of coal at Enugu, which 
eventually led to the opening of the Jos- 
Kafanchan-Makurdi-Enugu-Port Harcourt 
line, further precipitated its decline as a 
paying concern. 

Speaking at Zaria on behalf of Sir Ralf 
Emerson, Chairman of the Nigerian Rail- 
way Corporation, Mr. F. Darlington, 
District Superintendent, thanked all present 
and apologised for the absence of both 
the Federal Prime Minister and Sir Ralf 
Emerson, caused by the tragic railway 
accident on September 29. He paid 
tribute to all those who had laboured in 
the working of the ‘line. 
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Chilean State Railways electrification order for Italian syndicate 


A syndicate formed under the name of 


G.A.I. (Gruppo Aziende Italiane) by six 
leading Italian engineering firms, the 
Breda Elettromeccanica & Locomotive, 
the Breda Ferroviaria, the Officine Mec- 
caniche, the Compagnie Generale di Elet- 
tricita, the Ansaldo of Genoa, and the 
Aefer of Naples, has been awarded a 
£7,500,000 contract for the supply of 
motor coaches, locomotives, rolling stock 
and sub-stations to the Chilean State Rail- 
ways, in connection with the electrification 
of the line from Santiago to Chillan. 


British Railways, London Midland 
Region, have placed the following con- 
tracts :— 

Redpath Brown & Co. Ltd., Trafford 
Park, Manchester: design, supply, and 
erection of steelwork, extension to 
“U” shop carriage & wagon works, 
Derby 

Thomas Fletcher & Co. Ltd., Mans- 
field, Notts: modernisation of motive 
power depot, Kirkby-in-Ashfield 

Thos, Storey (Engineers) Limited, 
Stockport: supply and delivery of steel- 
work in six bridges, Crewe and Stock- 
port line, bridges Nos. 4 & 15; Trent 
Valley line, bridge No. 91; Chester to 
Warrington line, bridge No. 47; Lake- 
side Branch, bridge No. 11; Nottingham 
Branch, Colwich & Nottingham (Low 
Level), bridge No. 45 over Meadow 
Lane. 


British Railways, North Eastern Region, 
have placed the following contracts :— 

A. Innes Limited, Leeds: electrical 
installation, Wakefield Motive Power 
Depot 

T. Belt & Son Ltd., York: erection of 
electricity sub-station, York Old Station 
Buildings 

Hadden & Hillman Limited, New- 


castle: restoration of roof, Gateshead, 
Chaytor’s Bank 

The Butterley Co. Ltd., Butterley, 
near Derby: supply of steelwork 


bridge 23, Alne Station, and bridge 44, 
St. Helen’s Road, York 
Berwick Building Company, Berwick- 
on-Tweed: resurfacing of cattle dock 
and drainage, Bedford. 
B. T. Allison, Sunniside, Co. Durham: 


external painting, 133 houses, Tyne 
Dock 
Standard Telephones & Cables 


Limited, Sidcup: 50/100 line automatic 
telephone exchange, York Headquarters 
Offices 

Hemsworth Bros., Doncaster: Shaft- 
holme Junction Signalbox cladding and 
finishes 

Motor Distributors Limited, Leeds: 
General Motors unit for track relaying 
crane. 


British Transport Waterways 
placed the following contracts :— 

E. C. Jones & Son (Brentford) Ltd., 
Brentford: one Bantam pusher tug with 
a 30-h.p. Lister diesel engine 

Gwynnes Pumps Limited, London: 
suction plant for unloading dredger 
hopper barges on Severn Navigation 

Demolition & Construction Co. Ltd., 
London: replacement of swing foot- 
bridge at Diglis by fixed overhead bridge 
and widening of downstream approach 
to Diglis Narrow Lock 


have 


Brown & Tawse Plant Limited, West 
Gorton, Manchester: 11 hymatic hydro- 
vane mobile compressors and hedge 
cutters é 

Charles Hill & Sons Ltd., Bristol: 
eight dredging hoppers for the River 
Severn and Sharpness & Gloucester 
Canal 

I. Pimblott & Sons, Northwich: one 
pair of narrow craft in high tensile steel 
for the North Western Division, 
Southern carrying fleet, powered boat 


fitted with a Parsons “ Merganser” 
engine 
Steel Fabrications (Colnbrook) 


Limited, Slough: nine steel pile driving 
flats for use in the South Eastern 
Division. 

The Director of the Hedjaz Railway in 
Amman has stated that the reconstruction 
of 527 miles of the line from Maan to 
Medina and extension to Mecca will 
begin within six months. Invitations to 
tender for this work, with specifications 
and conditions, may be obtained from the 
Hedjaz Railway (Syrian Administration), 
Damascus, and the Ministry of Com- 
munications, Jordan MHedjaz Railway, 
Amman, at a cost of £6 10s. The closing 
date is January 30, 1958. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, has received calls for tenders as 
follows :— 


From India 

400 point mechanisms for D.W.E.F. 
P.L. with four fixing bolts } in. x 24 in. 
B.S.W. hex./head and nuts 

400 pair angle tie bars for adjustable 
cranks 

400 pair angle tie bars for point 
mechanisms 

400 pair angle tie bars for detectors 

400 plunger driving rods 1} in. one 
end with screw joints and other end 
with solid joints (6 ft. 6 in.) 

800 lock bar driving rods 14 in. with 
both ends solid joints (5 ft.) 

400 rods 14 in. for adjustable crank 
and special one end with solid joint and 
the other screwed joint (4 ft. 14 in.). 
The issuing authority is the Director- 

General of Supplies & Disposals. The 
tender No. is WP2/24430-H/B. Bids 
should be sent to the Director-General of 
Supplies and Disposals, Shahjahan Road, 
New Delhi. The closing date is Novem- 
ber 5, 1957. The Board of Trade refer- 
ence is ESB/24288/57. 


1,700 lock detector cranks, complete 
to part No. 623412 of drg. No. 62341A. 

2,020 throw rods, 4 ft. 7 in. (N.I.) 
to part No. 519384 of drg. No. 51938F. 

2,000 links, 1 ft. 74 in. complete (for 
lock detector cranks) to part No. 519371 
of drg. No. 51937G. 

The issuing authority is the Director 
General of Supplies & Disposals. The 
tender No. is WP2/24131-H/B. Bids 
should be sent to the Director General of 
Supplies & Disposals, Shahjahan Road, 
New Delhi. The closing date is October 31, 
1957. The Board of Trade reference is 
ESB /24097 /57. 


From Pakistan 
321 wheel centre discs forged or rolled 
steel for C.&W. M.G. 2 ft. dia., 
4% in. rough bore. 


The issuing authority is the Department 
of Supply and Development, Government 
of Pakistan. The tender No. is CT-2/ 
48518/2/57. Bids should be sent to the 
Director General of Supply and Develop- 
ment, Frere Road, Karachi. The closing 
date is October 30, 1957. Local repre- 
sentation is essential. The Board of Trade 
reference is ESB/24554/57. 


From South Africa 


500 wearing plates, class 19D and 
GM roller bearing leading bogie axle- 
box, type R-11-T, to drawing CME. 66/ 
26555-729 

1,000 wearing plates, class 15E, 15F, 
23 and GEA. roller bearing leading 
bogie axleboxes types R-12-T and 
R-13-S, to drawing CME. 66/26557-729 
The issuing authority is the Stores 

Department, South African Railways. 
Bids, in sealed envelopes, endorsed 
“Tender No. H.6845: For Wearing 
Plates,” should be addressed to the Chair- 
man of the Tender Board, P.O. Box 7784, 
Johannesburg. The closing date is 
November 8, 1957. The Board of Trade 
reference is ESB/24078/57. 


From Belgium 
50,000 oak railway sleepers, 2°35 to 
2°65 m. long. 

The issuing authority and address to 
which bids should be sent is the Société 
Nationale des Chemins de Fer Belges, 
Direction du Matériel et des Achats, 
Bureau 26-42, Section 4, Rue de Louvain 
21, Bruxelles. The tender No. is 2642/ 
40-5830. The closing date is October 30, 
1957. The Board of Trade reference is 
ESB/24444/57. 


Further details regarding the above 
tenders, together with photo-copies of 
tender documents, can be obtained from 
the Branch (Lacon House, Theobalds 
Road, W.C.1). 








HENDERSON & KEay, LIMITED TO SELL 
DENHAM PROoDUCTS.—Denham’s Engineer- 
ing Co. Ltd. has appointed Henderson & 
Keay Limited as sole sales representative 
for Scotland. Henderson & Keay Limited 
is sole agent in the British Isles for the 
Innocenti-CWB heavy milling and boring 
machines, and is now expanding the 
machine tool sales side of its business 
with the Denham range of heavy duty 
centre lathes from 16 in. to 40 in. swing. 


RACING PIGEON TRAFFIC IN L.M. REGION.— 
Racing pigeon traffic this year was a 
record on the London Midland Region of 
British Railways. Some two million birds 
were taken to race starting points during 
the pigeon racing season which has just 
ended. They travelled in 1,838 vans, 300 
more than last year; each van can convey 
about 60 baskets of pigeons. Some of the 
vans ran in normal passenger services, 
but most were moved in 199 special trains. 
In addition many thousands of pigeons 
were taken in small consignments to 
release points for training flights. Pigeons 
were taken to many different destinations 
in Great Britain and on the Continent. 
One large consignment was from Northern 
Ireland to St. Malo. 








Notes and News 


R.E. Officers (Transportation) Reunion 
Dinner.—The annual reunion dinner of 
the Royal Engineers Officers (Transporta- 
tion) will be held at the Café Royal, 
Regent Street, London, W.1, on February 
28, 1958. 


Welwyn Garden City Accident Report.— 
The date of the accident at Welwyn 
Garden City is January 7, 1957, as stated 
in the summary of the report of the Chief 
Inspecting Officer of Railways on page 
428 of our October 11 issue, and not 
November 22, 1956, as was stated in error 
on page 410. 


Luncheon to L.M. Region Staff Mayors.— 
Mr. David Blee, General Manager of the 
London Midland Region, recently enter- 
tained to luncheon two members of the 
Regional staff elected to civic office: Alder- 


man G. R. Marshall, Mayor of Wem- 
bley, and Councillor F. P. Saunders, 
Mayor of Northampton 


September Iron and Steel Production.— 
With the end of the holiday period, steel 
production rose in September to a weekly 
average of 438,200 tons compared with 
417,000 tons in September, 1956, but re- 
mained below the pre-holiday May record 
of 443,200 tons. For the first nine months 
of 1957 production is 6 per cent higher 
than that of the corresponding period of 


1956. Pig iron production in September 
was at the rate of 282,700 tons a week 
compared with 252,500 tons in Sep- 


tember, 1956. For 1957 as a whole output 
is likely to amount to 144 million tons or 
1-3 million tons higher than in 1956. 
The higher output is the result of the 
coming into operation of large new 
furnaces in place of old plant. 


Vacuum-braked Mineral Wagons. for 
British Railways.—Regular deliveries of 
vacuum-braked 16-ton mineral wagons are 
now being made by the Metropolitan- 
Cammell Carriage & Wagon Co. Ltd. to 
British Railways. The wagons, built at 
the company’s Old Park works, incorpor- 
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ate two brake cylinders. The deliveries 
are helping to implement the modernisa- 
tion plan, which includes speeding up 
freight trains. 


Change of Address—The London office 
of Turton Bros. & Matthews Limited is 
now at Burley House, 5/11, Theobald’s 
Road, London, W.C.1. Telephone 
Chancery 5628. This is also the address 
of J. P. Skinner & Co. Ltd., a subsidiary. 


Gloucester Railway Carriage & Wagon 
Co, Ltd.—In reporting the financial results 
of the Gloucester Railway Carriage & 
Wagon Co. Ltd. in last week’s issue, we 
referred to Mr. W. D. Morgan as chair- 
man of the company. This should have 
read General Sir William D. Morgan. 


Driverless Trains in France.—According 
to a statement by an official of the French 
National Railways, fully-automatic trains 
could be operated at any time between 
Déle and Vallorbe, on the main Paris- 
Lausanne line, and onwards to Milan. It 
is felt, however, that public opinion would 
not be ready to accept driverless trains at 
the present time. The D6le-Vallorbe 
section is being electrified at 25 kV. 50 
cycles. 


Scottish Battery Railcar Experiment.— 
Details of a projected electric battery- 
driven railcar experiment in the Scottish 
Region were announced in Glasgow on 


October 15. The new vehicle, a twin set 
resembling in outward appearance the 
lightweight diesel multiple-unit __ sets 


already in service on British Railways, 
will be ready before next summer, and 
will run at first between Aberdeen and 
Ballater. The set will seat 117 passengers. 
The design has been modified to take the 
large batteries needed to operate the car 
throughout the day. They will be given a 
short charge at the end of each 434-mile 
trip and will be completely recharged 
during the night. Traction motors made 


by Siemens-Schuckert and electrical con- 
trol gear by Schaltbau are incorporated, 
taking advantage of German experience in 
battery railcar operation. 


The experi- 


































Underside of vacuum-braked 16-ton mineral wagon built by Metropolitan-Cammell 
Carriage & Wagon Co. Ltd., showing arrangement of the brake gear 
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ment, necessarily conducted by Brii:sh 
Railways, is a joint enterprise in which 
the British Transport Commission, ‘he 
North of Scotland Hydro-Electric Board, 
Bruce Peebles & Co. Ltd., and Chlor:de 
Batteries Limited are collaborating. The 
railcar will have a total weight of some 75 
tons, the batteries weighing more than 
17 tons. 


First Meeting of London Midland Region 
Lecture & Debating Society—Over 300 
members who attended the first meeting 
of the recently formed London Midland 
Region Lecture & Debating Society heard 
a lecture entitled “ This Business House— 
the London Midland Region.” It was 
given at Euston by Mr. David Blee, 
General Manager of the Region, who is 
the Society’s ffirst President. Lord 
Rusholme, Chairman of the London Mid- 
land Area Board, presided. 


Railwaymen Laid Off in U.S.A.—The 
Pennsylvania Railroad is to lay off some 
4,000 emplcyees, spread thoughout the 
system. This is the third reduction of 
the labour force this year, and is stated 
to be necessary because autumn traffic 
has not been as great as expected. Other 
reasons given are higher wages costs and 
failure to secure a sufficiently substantial 
increase in freight rates. The New York 
Central System is closing down an 
assembly line at its wagon-building plant 
at Rochester. This will mean that some 
400 men will be laid off. 


English Electric Forms Australian Com- 
pany.—A new company, known as the 
English Electric Company of Australia 
Proprietary, has been formed in Australia 
by the English Electric Co. Ltd, The 
company has an authorised capital _of 
£A3,000,000. The Chairman & Managing 
Director of the new company is Mr. 
Cyril W. Goodman. English Electric has 
been making increased quantities of goods 
in Australia in recent years, and it is to 
meet the needs of the growing local manu- 
facturers that the new company has been 
formed. It is a wholly-owned subsidiary 
of the parent firm. 


Welfare Conference at Llandudno.—More 
than 100 railwaymen from all parts of 
the London Midland Region of British 
Railways met at Llandudno on October 
14 for a two-day conference to discuss 
welfare and recreation. Delegates, who 
included all grades of staff, discussed the 
varied sporting and social activities of the 
Regional Staff Association. The President 
of the Association, Mr. David Blee, 
General Manager, London Midland 
Region, was present and the Chairman 
was Mr. H. Aidley, Regional Establish- 
ment & Staff Officer. Mr. Aidley said 
on October 14 that the B.T.C. had an- 
nounced its intention of meeting the 
whole cost of providing land for re- 
creational purposes ard of providing 
equipment for football, cricket, bowls, 
tennis, and the like. In order that the 
sports grounds might be kept in tiv-top 
condition bv experienced ground staff the 
B.T.C. would also contribute 50 per cent 
of the annual maintenance cost. 





U.S.A. Railway Merger Proposed.—A 
proposal that the 36 railways now operat- 
ing east of the Mississippi River and 
north of the Ohio River should be com- 
bined into two systems was put forward 
in Chicago this week by Mr. ; 

McGinnis, President. Boston & Maine 
Railroad. Addressing the Railroad 
Systems & Procedures Association, he 
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stated that there was too much divided 
authority in the industry today. A re- 
duction in numbers, he suggested, would 
1ot only save money but enable a better 
service to be given because those with the 
responsibility would have the authority. 


B.E.T. Interim Dividend.—An _ interim 
ordinary dividend of 34 per cent, tax 
free, on account of the year ending 
March 31, 1958, is announced by B.E.T. 
Omnibus Services Limited. This is the 
same as for the previous year. An interim 
of 5 per cent, less tax, on the 10 per cent 


cumulative preference stock is also 
announced. A dividend at the rate of 
54 per cent, less tax, on the 5} per cent 


redeemable cumulative second preference 
stock for the half-year to October 31, 
1957, is to be paid on November 1. 


English Steel Corporation Limited Film.— 
A preview of the English Steel Corpora- 
tion Limited colour film, “ Forgemasters 
in Steel,” was held at the Savoy Hotel, 
London, on October 9. The running time 
is 48 min. The film describes the part 
played by E.S.C. in the history of steel 
forging. It also deals with present-day 
processes, with some excellent shots of 
steel melting and teeming, the casting of 
large ingots, and their subsequent forging 
and testing. Except for the commentary, 
which is spoken by Frank Phillips, the 
fim is an entire E.S/C. production and 
was produced by the company’s film com- 
mittee under the chairmanship of Dr. C. J. 
Dadswell. After being shown in other 
centres later this vear, it will be available 
for loan to technical societies and other 
organisations. 


Longsight South Shed Adapted for Diesel 
Locomotives.— Although steam loco- 
motives are still using the Longsight 
South Shed, Manchester, London Midland 
Region, the depot is now equipped for 
diesel. The work of reconstruction of the 
shed has just been completed. Inspection 
pits have been equipped with fluorescent 
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lighting and widened to facilitate inspec- 
tion and maintenance. The new roof has 
patent glazing with continuous smoke 
outlets and the track layout has been 
remodelled. The former shed had eight 
engine roads; under the reconstruction 
scheme these were reduced to six to allow 
more room between them. The level of 
the rails was raised to improve the 
gradient into the shed and a new cross- 
over was constructed between two of the 
roads. All pits both inside and outside 
the shed have been renewed and drainage, 
water and compressed air services are now 
provided. An _ electric wheel-drop has 
also been installed. An awning roof has 
been provided alongside the offices and 
amenities building to give covered access 
to these. Longsight Motive Power Depot 
has two single-ended sheds, the south shed 
referred to above and the north shed 
which was re-roofed in 1948. 


Government Aid for Henschel.—The Ger- 
man Federal Government is to provide 
more than £500,000 in aid to Henschel & 
Sohn G.m.b.H. This locomotive manu- 
facturing firm has been facing increasing 
difficulties and is understood to have made 


a special appeal to Dr. Adenauer, 
Chancellor of the German _ Federal 
Republic, last week, indicating that it 


would have to close down and dismiss 
its employees, some 10,000 in number, 
unless help were forthcoming. The 
assistance is not likely to be continued 
for more than a few months. A new com- 
pany is being formed to take control, and 
the Government will provide DM.2 million 
of the capital. Of the remainder, DM.1-5 
million will come from the firm and 
DM.1°5 million from the banks. 


London Transport Bus _ Regularity.— 
London Transport introduced important 
changes, which it is hoped will be of con- 
siderable benefit to passengers, on 
October 16, on a number of heavily-used 
bus routes running through central 
London. The changes are designed to 








Manufacture of Castings at Lloyds (Burton) Limited 





Beardsley & Piper Speed-Slinger sand ramming machine in operation at Lloyds (Burton) 
Limited works (see page 431 of last week’s issue) 





463 


reduce the effect of traffic congestion and 
to give more regular bus services over the 
suburban sections. The new plan is 
known as “ localisation,” and is a care- 
fully worked-out scheme to provide two 
or three different types of service on a 
given route—short and long in-town and 
suburban—the sections being based on the 
kind of journeys actually made. The 
object is to keep a proportion of services 
localised in the suburban area, where they 
will be able to provide passengers with a 
regular service free from West End and 
City traffic jams. Liberal overlaps of 
the different types of service will 
ensure that all needs are catered for. 
On each of the 12 routes being re- 
organised, one group of bus journeys will 
run exclusively between the outer 
suburban terminal and the fringe of the 
congested inner area. Another group of 
buses will run through the central area 
but terminate at a medium distance point. 
A third group of bus journeys will cover 
the complete length of the route to meet 
the needs of long distance passengers who 
want to travel the whole way. There will 
be no reduction of service on any section 
of the routes localised. 


Clayton Equipment Co. Ltd.—Clayton 
Equipment Co. Ltd. has been acquired 
by International Combustion (Holdings) 
Limited. The founder of the company, 
Mr. S. R. Devlin, is to continue as 
Managing Director, and additional capacity 
will now be available which will enable 
Clayton Equipment Co. Ltd. to expand 
its activities. 


Road-Rail Judgment in U.S.A.—In a suit 
for $250 million brought by 37 U.S.A. 
road haulage companies against the 
Eastern Railroads Presidents’ Conference, 
31 railways, and a New York public 
relations organisation, the road hauliers 
alleged that the railways had attempted 
to destroy them as competitors. Nominal 
damages of 6 cents were awarded to each 
of the road haulage companies on 
October 10 by Judge Thomas Clary, of 
the United States District Court in Phila- 
delphia. The counterclaim of the railways 
for $120 million was dismissed as without 
merit. The hauliers contended that the 
railways, through an advertising campaign 
and through lobbying at the state capital 
of Pennsylvania, had sought to deprive 
them of the right to carry freight. The 
railways alleged that the hauliers, in a 
campaign of vilification, had attempted 
to take away their freight business and 
gain it for themselves. 








Forthcoming Meetings 


Open currently and until further notice.— 
British Transport Commission: His- 
torical Exhibition “ Transport 
Treasures” in Shareholders’ Meeting 
Room, Euston Station, from 10 a.m. 
to 6 p.m. on weekdays, and 2 to 
6 p.m. on Sundays. Admission 6d. 

October 18 (Fri.).—Railway Correspon- 
dence & Travel Society, London 
Branch, at the Railway Clearing House, 
Eversholt Street, N.W.1, at 7.15 p.m. 
Paper on “A railway holiday in 
Russia,” illustrated by lantern slides, 
by Mr. J. H. Price. 

October 18 (Fri.).—Institute of Transport, 
Tees-side-Section, at the Cleveland 
Scientific & Technical Institution, 


Middlesbrough, at 7 p.m. Paper on 
“The contribution of railways to the 
industrial development of Tees-side ” 
by Mr. K. A. Kindox. 
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of Mech- 
Birdcage 
at 6 p.m. 
Sir George 


October 18 (Fri.).—Institution 
anical Engineers, at 1, 
Walk, Westminster, S.W.1, 
Presidential Address by 
Nelson. 

October 19 (Sat.).—Permanent Way Insti- 
tution, East Anglia Section, at Nor- 
wich at 2.15 p.m. Permanent way 
quiz. 

October 19 
dence & 


(Sat.).—Railway 

Travel Society, 
England Branch, at the Y.M.C.A., 
Friar Street, Reading, at 6.30 p.m. 
Paper on “ The railways of the Isle 
of Wight,” by Mr. J. R. Fairman. 

October 21 (Mon.).—Historical Model 
Railway Society, at the Headquarters 
of the Stephenson Locomotive Society, 
32, Russell Road, London, W.14, at 
7 p.m. Paper on “Goods rolling 
stock,” by Mr. K. Vincent. 

October 22 (Tue.).—Railway Correspon- 
dence & Travel Society, East Midlands 
Branch, at the N.C.S. Guild Room, 
Toll Street, Nottingham, at 7.30 p.m. 
Paper on “ The London extension of 
the Midland Railway,” by Mr. S. 
Summerson. 

October 22 (Tue.).—Institute of Transport, 
visual aids meeting, at 80, Portland 
Place, London, W.1, at 6.15 p.m. 
“ Diesels afloat,” and “ The diesel on 
rail.” 

October 23 (Wed.). 


Correspon- 
South of 


Railway Students’ 
Association, at the London School 
of Economics & Political Science, 
Houghton Street, W.C.2, at 6,30 p.m. 
Presidential Address by Mr. A. H. 
Grainger, Deputy Chairman, London 
Transport Executive. Mr. J. W. 
Watkins, retiring President, in the 
chair. 

October 23 (Wed.).—Permanent Way Insti- 
tution, London Section, at the Head- 
quarters of the British Transport Com- 
mission, 222, Marylebone Road, 
London, N.W.1, at 6.30 p.m. Paper 
on “ My visit as a sub-ganger to the 
German State Railways,” by Mr. A. 
Easterbrook. 

October 23 (Wed.).—Institution of Loco- 
motive Engineers, at the Institution of 
Mechanical Engineers, 1, Birdcage 
Walk, London, S.W.1, at 5.30 p.m. 
Paper on “ Modern battery railcars,” 
by Dr. Ing. G. Wilke. 

October 24 (Thur.).—The Railway Club, 
at 6.45 p.m. Performance of railway 
films in the Film Theatre of the 
British Council, 3, Hanover Street, 
London, W.1, for members and their 
guests. 

October 24. (Thu.).—Institution of Electri- 
cal Engineers, at Savoy Place, London, 
W.C.2, at 5,30 p.m. Lecture on “ The 
postwar electrification of the Polish 
State Railways,” by Mr. J. Podoski. 

October 24 (Thu.).—Institution of Mech- 
anical Engineers, at 1, Birdcage 
Walk, Westminster, S.W.1, at 6.45 
p.m. Discussion on: “ Diagnosis of 
causes of ball and roller bearing 
lubrication failures.” 

October 29 (Tue.).—Railway Students’ 
Association. Evening visit to new stafi 
hostel and diesel training school at 
Aldersbrook House, Ilford. 

October 31 (Thu.).—British Railways 
(Western Region) London Lecture & 
Debating Society, at the Headquarters 
Staff Dining Club, Bishop’s Bridge 
Road, Paddington, W.2, at 5.45 p.m. 
Paper on “A history of railway 
signalling,” illustrated by lantern 
slides, by Mr. C. M. de V. Le Sueur, 
Assistant, Signal Department, Reading. 

November 1 (Fri.).—The Railway Club, at 
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320, High Holborn, London, W.C.1, 
at 7 p.m. Paper on “The Norfolk 
Coast and Cromer expresses, G.E.R.,” 
by Mr. B. D. J. Walsh. 

November 1 (Fri.).—Institute of Trans- 
port, education discussion meeting, at 
80, Portland Place, London, W.1, at 
6 p.m. “Should the history and 
development of transport be intro- 
duced as a new subject in the 
Institute examinations?” Opener: 
Mr. R. M. Robbins. 

November 4 (Mon.).—Institute of Trans- 
port, Metropolitan Section, at 80, 
Portland Place, London, W.1, at 5.30 
for 6 p.m. Paper on “ Commercial 
aspects of rail transport with special 
reference to the charges scheme,” by 
Mr. S. C. Harvey, and visit of Presi- 
dent. 

November 4 (Mon.).—Railway  Corre- 
spondence & Travel Society, North- 
ampton Branch, at the Liberal Club, 
Castilian Street, Northampton, at 
7.30 p.m. Paper on “Journey into 
Finland,” by Mr. J. Harrison. 

November 5 (Tue.).—Permanent Way 
Institution, Leeds & Bradford Sec- 
tion, in the British Railways Social & 
Recreation Club, Ellis Court, Leeds 
City North, at 7 p.m. Paper on “ IIl- 
ness and accident,” by Dr. R. Fraser 
MacKenzie, Regional Medical Officer, 
North Eastern Region, York. | 

November 5 (Tue.).—Retired Railway 
Officers’ Society, at the Mayfair 
Hotel, London, W.1, at 12.30 for 
1 p.m. Annual autumn luncheon. 

November 5 (Tue.).—South Wales & 
Monmouthshire Railways & Dock 
Lecture & Debating Society, in the 
Angel Hotel, Westgate Street, Cardiff, 
at 6.30 p.m. Paper on “ Mechanisa- 
tion in the Commercial Department,” 
illustrated by lantern slides, by Mr. 
S. G. Hearn. 


Railway Stock Market 


Stock markets have been upset by the 
heavy fall on Wall Street; and there was 
a renewed decline in industrial shares, 
many of which touched their lowest levels 
so far this year. Later, however, the 
lowest prices attracted buyers and markets 
generally had a somewhat _ steadier 
appearance. Wall Street has been affected 
by talk of a trade recession, though on 
the other hand, it is being argued that 
increased expenditure on defence will be 
necessary in view of the Russian satellite 
developments, and this would help to 
stimulate industrial activity. 

Dollar securities have declined sharply, 
and on balance Canadian Pacifics dropped 
from $574 a week ago to a fresh low 
level for the year of $52. White Pass 
moved down further with the general 
trend from $174 to $16. 

Foreign rails were generally neglected 
with Antofagasta fractionally lower at 
27, though the preference stock at 414 
was the same as a week ago. Costa Rica 
ordinary stock was 19 and Chilean 
Northern 5 per cent debentures 384, 
while Guayaquil & Quito assented stock 
remained at 77. Taltal shares have risen 
from 13s. 9d. to 14s. 3d 

In other directions, Mexican Central 
bearer debentures receded from 67 to 654. 
Dorada ordinary stock again had a quota- 
tion of 674. United of Havana second 
income stock was fractionally easier at 

4 and the consolidated stock 24. San 
Paulo Railway 3s. units changed hands 
around 2s. 44d. 
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Elsewhere, Nyasaland Railways sharcs 
have kept around 10s. and the 34 per cent 
debentures were firmer at 55. 

The shares of locomotive builders and 
engineers moved lower where changed, but 
declines were mostly. small on balance, 
and there were indications that the 
generous yields were beginning to attract 
buyers. Beyer Peacock 5s. shares, for 
instance, have firmed up slightly from 
8s. 44d. to 8s. 6d. at which there is ; 
yield of over 9 per cent on the basis o! 
last year’s 16 per cent dividend. Charles 
Roberts Ss. changed hands around 9s. 6d 
and in this case the yield is almost 7; 
per cent. Hurst Nelson remained around 
28s., but North British Locomotive shares 
reacted from 13s. to 12s. 3d. and Glouces- 
ter Wagon 10s. shares were 15s. 3d. with 
Wagon Repairs 5s. shares 12s. 3d. 

Westinghouse Brake dropped back to 
29s. 9d., and now give a yield of not far 
short of 6 per cent. Birmingham Carriage 
shares have fallen further from 17s. to 
16s. and G.D. Peters remained at 
26s. 3d. xd. Vickers declined to 31s. 3d. 
and now yield 63 per cent, while the new 
shares were at a discount of Is. and the 
discount on the loan stock was 15s. 
Associated Electrical shares lost 1s. 6d. at 
50s. while in line with the prevailing 
experience, English Electric were 9d. 
down at 5ls. 6d. while General Electric 
lost Is. at 40s. 6d. On the other hand 
after an earlier decline, T. W. Ward 
showed a small rally to 67s. in response 
to the raising of the year’s distribution 
from 15 per cent to 20 per cent. Babcock 
& Wilcox came back to 57s. 3d. and 
Clarke Chapman to 125s., while Ruston & 
Hornsby were 24s. 3d. and Guest Keen 
came back to 46s. 6d. The shares of the 
Dowty Group held steady at 30s. 6d., on 
further consideration of the annual results. 
Pressed Steel 5s. shares were 12s. 2 
British Timken 48s. 9d. and _ British 
Oxygen, although lower on balance at 
30s., turned firmer subsequently because 
it is generally assumed the 10 per cent 
dividend will be maintained. British 
Aluminium were 44s. and G. & J. Weir 
5s., 14s. 9d. while Serck Radiators 5s. 
shares at 18s. 3d. held firm, helped by the 
good results. B.I. Cables were 41s. 6d. 








OFFICIAL NOTICES 


BRITISH TIMKEN LTD. will consider appoint- 

ments in workshops, technical and sales depart* 
ments of mechanical or electrical engineers with 
experience of RAILWAY traction or rolling stock. 
—Applicants preferably 27-37 years old, should address 


Chief Employment Officer, British Timken Ltd., 
Duston, Northampton, giving brief details of education 
and present employment. All applications will be 
treated as confidential. 





RAILWAY DRAUGHTSMAN-SURVEYOR, re- 

quired by large firm railway contractors. 
Applicants must have ability to carry out site surveys, 
plot same in layout form to good working scale. 
(Detailing for manufacture of turnouts etc., done by 
other draughtsmen), capable of full use of Theodolite 
and level. Duties to include site supervision of 
contracts in progress. Age 25-30 years, man with 
British Standard Specification experience preferred 
Conditions of employment to include provision of car, 
all travelling and general expenses, 5-day week on 
rota system, comprehensive superannuation scheme, 
etc.—Write in first instance, stating age, experience 
and salary required to: Rail Dept. Manager, Thos. W. 
Ward Ltd., Albion Works, Sheffield 4. 





T° ALL NARROW GAUGE ENTHUSIASTS:— 

The OFFICIAL (1957) FILM OF THE FESTI- 
NIOG RAILWAY, 16 mm. Silent Version, black and 
white, will shortly be on sale.—For details apply to: 
Francis Johnson & Sons, 100, Main Street, Bingley, 
Yorkshire. 





BOUND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press, Limited, 
33 Tothill Street, London, S.W.1. 











